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7b the IIoTwrahle General Assembly of the State of Rhode Island: 

Gentlemen : — By the provisions of Section 6, Chapter 187, of the 
General Laws of this State, it is made a part of the duty of the 
Railroad Commissioner to report to the General Assembly, at its 
adjourned session in Providence, the financial condition and oper- 
ations of the several railroad corporations organized or doing 
business in this State, so far as the interests of the people may 
require, with such recommendations as he may deem expedient or 
desirable. In accordance therewith I therefore respectfully sub- 
mit the following report. 

The returns of the several corporations are made as required 
by law, for the year up to and including the 30th day of June, 
1896. These returns will be found in full in the Appendix to this 
report, with tables compiled from said returns, giving the most 
important statistics up to that date. 

As heretofore, my general report covers the entire year from 
January 1st to December 31st, 1896. 

The general railroad business of the United States has shown 
quite an improvement over that of the previous year. There are 
now about 180,000 miles of railroad lines in the United States ; 
the reports of income and expenditure have been received by the 
Interstate Commerce Commission from 652 lines, covering over 
172,000 miles of road. These reports show that the total gross 
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earnings of these lines, for the year. en'4ing: June 30, 1896, were 
$1,123,646,562, of which $323,46a.89t\Cefe earned by the passenger 
departments, and $772,07JL,3l^4 were earned by the freight depart- 
ments. Operating exp6ii»ds' were $754,971,515, from which it ap- 
pears that tl\«*i^cokie from operation was $368,675,647. Operating 
expenses, *hQW«Vfer, as classified by the Commission, do not show 
tto^aJ]G5criin^ paid for taxes, which runs into the millions, or the 
aiilfcount required to pay fixed charges, which is very large. There 
seems to be no good reason why the item of taxes paid to the States 
and municipalties should not be included in operating expenses. 
The dividends paid by the operating lines were $54,983,732. 

The surplus from the operations of the year was $6,328,667. 
When contrasted with the year's earnings it appears a very small 
amount but still it is a great improvement on the statement of the 
preceding year, when a deficit of over thirty-one million dollars 
was reported. 

The earnings of the passenger service per mile of road for the 
year were $1,877, being an increase of $113 per mile as compared 
with the previous year; this, though encouraging, is not very 
satisfactory when the earnings from passenger service to make a 
road profitable to stockholders should be over $2000 per mile; 
and it looks very small when compared with the earnings of the 
roads in this State, which average over $7000 per mile. 

The earnings of the freight service of the 652 lines reported 
were $4,479 per mile of road as compared with $4,138 for the pre- 
ceding year ; while the average freight earnings per mile of the 
roads which are the subject of this report were nearly $7,000. 

The organization of railway relief departments on some of the 
larger roads has been productive of great benefit both to the com- 
panies and to the employees. This subject has received attention 
in England for many years, where all the railway companies, of 
any importance, have organized and maintained relief, insurance 
and savings departments. 

In this country the Baltimore & Ohio, the Pennsylvania Rail- 
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road, the Philadelphia & Beading, the Chicago, Burlington & 
Quincy, and some others, have perfected plans by which employees' 
relief associations have become regular departments, and have 
been managed with great success. 

The plans in use by different roads differ largely in details, but 
the general idea is the same, and the good results are so apparent 
that the system will eventually extend to all of the large com- 
panies. 

CONVENTION OF BAILBOAD COMMISSIONEBS. 

The eighth annual convention of the Bailroad Commissioners of 
the United States was held at the office of the Interstate Com- 
merce Commission, Washington, D. C, on the 19th and 20th days 
of May. Fourteen of the State Boards were represented. The 
members of the Commission were all present, and the Association 
of American Railway Accounting Officers was also represented 
by its President and four of its members. 

The convention was called to order by its Chairman, Hon. 
Simeon B. Billings of Michigan, and as his opening address sets 
forth, briefly but comprehensively, the purposes of the convention, 
it is given in full as follows : 

"Gentlemen of the convention, to me it is an honor to be a 
member of this national convention of railroad commissioners, 
and upon assuming the duties of presiding officer, allow me to ex- 
press my appreciation of the high honor which has been conferred 
upon me. 

Perhaps it would not be out of place for me to make a few re- 
marks which will draw our attention to some of the purposes for 
which this convention is called. 

We have met here, some of us several times before, to learn of 
each other ; to build up and enlarge the usefulness of our position ; 
to make the office of railroad commissioner in each of the several 
States a power for good; to discuss methods and means, and 
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adopt such plans as will make State supervision of railroads by 
the commissioners of the several States more uniform and efficient. 
It is desirable that we move forward through concerted action on 
well-established lines of public policy. 

A reason for this unity of action is that railroad business is not 
confined to State lines. The same cars and coaches move on con- 
tinuous lines through several States, necessitating cooperation in 
carrying out any general needed reform by Government regula- 
tion. 

The question of reasonable rates, uniform classification of 
freight, safety methods of heating and lighting cars, automatic 
couplers, air brakes, and other safety appliances, cannot be so well 
perfected or made effectual by the States acting singly as by con- 
certed action of all the States. An exchange of thought by such 
representative men as make up this body can but result in good 
to the people and at the same time establish a standard of fairness 
to the railroad companies. 

It is well for us, at this time, to keep in mind the present status 
of railroad interests. The great wave of building railroads for 
speculative and other purposes has gone by. The phantom of 
large returns for money invested in railroads has vanished, and 
the roads must now prove their actual value and reason for their 
existence. 

There was a time when railroads were the petted wards of the 
people, the State, and even the nation. Every village, city, and 
State wanted railroads, and were ready to contribute, with lavish 
hands, to aid in their construction. Money was given, the country 
was bonded, and lands were donated to build railroads. Add to 
this enthusiastic and substantial encouragement, the American zeal 
for speculation, and we have the forces which brought forth this 
great network of railroads. But this condition of affairs has 
changed ; the fostering hand has been withdrawn, and the ques- 
tion that confronts us now is. Can these railroads be made self- 
supporting? There is no question as to those that are favorably 
located ; they can survive without a doubt and prove their neces- 
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sity by fair returns. But with many of the weaker roads the 
problem is unsolved. 

The energy and effort that was put forth to build up and foster 
is now largely directed to tearing down and destroying. Many 
politicians' stock in trade, the winning card in a game of votes, is 
ah attack on railroads. The vote-getting office seeker proclaims 
to the people that railroad corporations are all powerful, and 
through this modem humbugging process seeks their support, 
knowing that corporations at the ballot box, as well as before 
juries, are weak indeed. In safety he may say, 'Elect me to 
office and I will give the railroads a twist.' When we count the 
number of railroads in the hands of receivers to-day the mo- 
mentous fact comes to us that reaction has set in and many rail- 
roads are getting a twist with a vengeance. 

We are confronted with an almost insolvable problem — to give 
justice to the railroads and at the same time be just to all the peo- 
ple. Cheap and rapid transit is revolutionizing the business world ; 
it is building up and tearing down ; destroying the business in one 
locality and building it up in another ; making one rich, another 
poor. To one the transportation is too cheap, to the other it is 
too dear. In agriculture, cheap transportation of farm products 
has nearly wiped out the New England farmer ; has brought those 
of the Middle States upon their knees and built those up farther 
West, while those of the extreme West clamor that rates are too 
high and that all profits are absorbed in transportation. Cheap 
passenger fares are destroying the business of country merchants 
and small villages, and building up and concentrating business in 
large cities. The great cities want passenger fares still cheaper, 
and make them so by frequent and cheap excursions, thus ena- 
bling large department stores to absorb the trade for many miles 
around. 

This business revolution cannot be stopped, but every effort 
should be made to protect the weak against the strong. No two 
prices should be allowed. No wholesaling of transportation should 
be permitted. Every form of discrimination should be prohibited. 
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All legislation and rulings of commissions should be to promote 
safety, equality, and stability." 

Reports were submitted on " Railway Statistics," '* Protection 
of public interests during railway labor contests," "Regulation 
of State and Interstate Electric Railways," " Powers, duties and 
actual work of the several State Railroad Commissioners," " Gov- 
ernment ownership, control, and regulation of Railways," " Uni- 
form classification," " Pooling of freights and division of earnings." 

Some of these papers were of so much importance, and possess 
so much of interest to the public, that I have printed them in full 
in the Appendix to this report. 

SUMMARY OF STATISTICS. 

There are sixteen steam railroad corporations organized under 
the laws of this State that make annual reports to the Railroad 
Commissioner; there are only six, however, that are operating 
roads, the others having been bought or leased for a long term of 
years. The roads in this State have been prosperous during the 
last year, have had no " frightful accidents," no strikes, and no 
great losses or severe drawbacks. They show progress in every 
department, and are exceedingly well managed. 

PROPERTY. 

The capital stock of the roads is $97,652,776.00. Miles of road 
owned and operated, 2546+ ; miles of road in this State reckoned 
as single track, 496+. The number of locomotives is 897; pas- 
senger train cars, 1873 ; freight cars, 17,617. 

As compared with last year's report, these figures show an 
increase in capital stock of $10,915,200.00; a decrease in number 
of locomotives of 27; decrease in passenger train cars of 42; 
increase in freight cars, 719 ; increase in single track in this State, 
16 miles. 

The total property and assets of these corporations is reported 



f^ 



x.^ 



V 



I • 



7 • 



ifl- 



REPORT OP RAILROAD COMMISSIONER. 9 

as $162,208,866.12, which is $6,907,326.19 over and above the total 
amount of their floating and funded indebtedness and capital stock. 
This shows an increase of property and assets of $7,386,296.89. 

INDEBTEDNESS. 
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* L..*/.Ai('oL> The funded debt of these corporations is $45,229,300.00; the 

''j^.r.6'ri>iL floating debt is $12,419,463.93 ; total indebtedness, $57,648,763.93. 

>s.>^Uill-• Compared with the figures of last year these figures show a de- 

* ;;  L ;W,i crease in funded debt of $8,678,225.77 ; an increase in floating debt 

:..::IiLiir" ^* $2,248,358.62; a decrease in total indebtedness of $6,429,867.15. 

RECEIPTS AND EXPENDITURES. 

'^rilXSU"* The total receipts for the year from all sources were $41,247,- 

345.41; total expenditures, $35,416,871.74; net earnings, $5,830,- 

476.67. As compared with last year, these figures show an increase 

; '' ^*'^''' in receipts of $4,345,266.12 ; an increase in expenditures of $3,860,- 

** '"^'*^^ "" 170.74; and an increase in net earnings of $485,095.38. 

; ^rifds'... rpj^^ receipts of the operating roads were made up as follows: 

^3 /':*/ From passenger departments, $18,245,611.70; from freight depart- 

. :v!il\ : '- ments, $17,204,690.67 ; from express privileges, transportation of 

i^\< T :_- ^^ mails, rents and all other sources, $5,393,000.53. As compared 

::. i.\.i--- with last year's report these figures show an increase in receipts 

from passenger departments of $1,040,921.13; an increase from 
freight departments of $1,665,931.68 ; and from mails, express and 
miscellaneous sources an increase of $1,638,413.31. 






DIVIDENDS. 

Dividends were declared by ten of these corporations, and every 
road earned more than enough to pay operating expenses and 
fiixed charges. Of the ten corporations that declared dividends, 
eight were of those that had leased their roads to other corpora- 
tions for a term of years, and the dividends were paid from rent- 
als received. Dividends were declared as follows : 

2 
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New York, New Haven & Hartford, 8 per cent. 
Providence & Worcester, 10 per cent. 
Boston & Providence, 10 per cent. 
Pawtuxet Valley, 7 per cent. 
Old Colony, 7 per cent. 

Providence, Warren and Bristol, 6 per cent, on both common 
and preferred stock. 
New England, no dividend. 
Ehode Island & Massachusetts, 5 per cent. 
Woonsocket & Pascoag, 6 per cent. 
Narragansett Pier, 6 per cent. 

Newport & Wickford R. R. & Steamboat Co., no dividend. 
Providence & Springfield, 6 per cent. 
Wood River Branch, no dividend. 
Moshassuck Valley, no dividend. 
The whole amount of the dividends paid was $5,633,288. 

PASSENGERS CARRIED. 

The total number of passengers carried by all the roads was 
52,665,182, or an increase over last year of 226,847. Every road 
except the Wood River Branch and the Moshassuck Valley re- 
ported an increase of passengers against a decrease in each of the 
two preceding years. 

MERCHANDISE TRANSPORTED. 

The total number of tons of merchandise transported was 14,- 
373,139, an increase of 1,176,319 tons. Every road but two shows 
an increase, that of the N. Y., N. H. & H. being 1,201,673 tons, 
while the New England R. R. shows a decrease of 32,830 tons. 

RATES OF FARE. 

The rates of fare for local tickets vary from 1.99 cents per mile 
to 6.25 cents, which is the rate on one short road ; commutation 
tickets range from 6 mills to 3.60 cents per mile. It is not feasible 
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to attempt to regulate the rates of fare, by making a uniform rate 
per mile, as an amount that would be an ample compensation on 
the larger roads, through thickly settled communities, would be 
totally inadequate to meet expenses of some of the smaller roads 
running through sparsely settled localities. 

PERSONS EMPLOYED. 

The total number of persons employed by the several roads in 
this State is 2,410 ; an increase of 113 over number reported last 
year. 

STATIONS. 

There are reported 146 regular stopping places for trains, and 
75 flag stations. There are station buildings, some merely sheds, 
provided at 170 places. During the year the station on the Nar- 
ragansefct Pier R. R., at Narragansett Pier, has been completed 
and occupied. This is one of the best arranged passenger station 
buildings that I have seen and admirably adapted for the needs 
of the rapidly growing District of Narragansett, and at the same 
time is a very neat specimen of architecture. The building is 126 
feet long by 33 feet wide, with an overhanging shelter on all 
sides. On the first floor is located a main waiting room or con- 
dor, 30 by 30 feet ; a women's parlor, and toilet rooms for both 
sexes, which are connected with the public sewer ; ticket, express 
and telegraph offices, and a large baggage-room. On the second 
floor is a commodious room for the trainmen, and the operating 
rooms of the Providence Telephone Co. 

The building is heated with steam from a Gordon boiler in the 
cellar, and is lighted by electricity. 

The outside arrangements are such that all baggage and express 
matter is handled so as not to interfere with passengers going to 
or coming from the cars, and ample space is left for carriages. 
The building was designed by Willard Kent, architect, at the 
Pier. A representation will be found on another page. 
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The new station building at Manville, on the Worcester Di- 
vision, N. Y., N. H. & H. E. R., has been completed and occupied. 
It is well adapted to the wants of the vicinity and affords accom- 
modations for passengers that have been greatly needed for many 
years. A picture of this building is also given, as it represents a 
type of building which could be erected at many stations greatly 
to the advantage of all concerned, and at a moderate expense. 

There have been no particular improvements at other stations. 
Nearly all the buildings where agents are provided are kept 
decently clean, though in some of those I have visited, sanitary 
arrangements are of a primitive nature, and not at all conducive 
to the comfort of those who are obliged to use the stations. 
Nothing has been done at Newport or Warren or several other 
places where new buildings are absolutely needed. 

A picture of the building used at Warren for a station can be 
found on another page and is produced to show the difference be- 
tween a modern railway building and one of the " olden times." 
This building was erected when the Providence, Warren & Bristol 
R. R. was opened in 1854, and has been in constant use for over 
40 years. The agent keeps it in as good condition as possible, 
but as there are no sanitary arrangements for men, and those for 
women are extremely undesirable, it follows of course that his 
efforts are of but little avail. I have called the attention of the 
railroad officials to it many times, and was assured before the Old 
Colony R. R. was leased by the N. Y., N. H. & H. that a new 
station was to be erected at once. I sincerely trust that some 
action will be taken in regard to this station, without delay. 

ROLLING STOCK. 

The rolling stock of all the roads is in good condition, showing 
an improvement over last year. There was expended, as per 
reports, for new rolling stock and repairs, the sum of $4,261,291.34 ; 
this does not include the New England R. R., which has charged 
these items to "operating expenses," and gives no separate ac- 
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Count. Of the 897 locomotives, all but two are equipped with 
driver brakes ; of the 1873 passenger train cars, all but one are 
supplied with automatic brakes ; 1569 have the improved quick 
acting pattern. Of the 17,617 freight cars, 6250 are furnished 
with automatic brakes, and 8068 have automatic couplers. All 
the new freight cars have been equipped with automatic brakes 
and couplers, as required by the laws of the United States. 

HEATING OF CARS. 

The number of cars heated by direct steam from locomotives is 
1274 ; by steam heaters, 406 ; none are reported in which stoves 
are used. While there is no doubt that heating by direct steam 
is not only the safest, but the most convenient and comfortable 
plan of warming cars, when properly arranged and cared for, yet 
there is need of much more discretion on the part of brakemen 
than is displayed in many cases. It is by no means a rare thing 
to find the cars overheated before the train starts, and then the 
steam is shut oflf, and ventilators are opened until the temperature 
is reduced to a degree that is far from comfortable. Then comes 
the shutting of ventilators and the turning on of steam until 
nearly fever heat is attained. It might prove advantageous if 
thermometers were placed in each car, and the brakeman required 
to keep the temperature as nearly uniform as possible. Outside 
of vestibule and parlor cars, there is not sufficient attention given 
to this subject, which is oftentimes of vital importance to pas- 
sengers. 

BRIDGES. 

The number of bridges of all kinds reported is 251. Of these 
24 are built of stone, 78 of iron, and 149 of wood. Two wooden 
bridges on the New England E. R. have been rebuilt of iron at a 
cost of $11,107.64. The bridges are in good condition and care- 
fully examined by the engineers of the several companies. 
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GRADE CROSSmOS. 

The whole number of grade or highway crossings is 246, or 6 
more than last year. The number of crossings "guarded by gates 
and flagmen is 77 ; by flagmen only, 85 ; leaving 83 unguarded. 
There are also reported, in addition to the above, 262 farm or 
private grade crossings, or 7 less than last year. There has not 
been, so far as I am informed, a single new grade crossing made 
during the year, and I can account for the discrepancy in the 
returns made to me from year to year, only upon the supposition 
that new men are selected to take the account of these crossings, 
who do not understand the difference between a highway grade 
crossing and a simple farm crossing used by the owner of the 
premises, and not open to the public generally. 

ACCIDENTS. 

The returns made by the several companies for the year ending 
June 30, 1896, show that in this State there were no passengers 
killed and only 3 injured ; that 9 employees were killed and 47 
injured ; that 13 trespassers or persons walking on or crossing the 
tracks were killed and 10 were injured ; that 1 person was killed 
and 1 injured at grade crossings. 

As compared with returns of previous year, these figures show 
that the number of passengers injured was 2 more ; that the num- 
ber of employees killed was 6 more ; number of employees injured, 
2 less ; the number of persons killed while walking upon the track 
was 4 less, and the number injured 2 less ; that the number of 
persons killed at grade crossings was 2 less, and the number 
injured 7 less. To sum up, there were 23 deaths and 61 cases of 
injury, more or less severe. 
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ACCIDENTS DUEING THE YEAE 1896. 

The following detailed statement gives all the accidents that 
have been reported to me by the officials of the several steam 
roads as having occurred in this State during the year 1896, 
though the reports received by me from the E. I. Hospital show 
that 16 persons have been treated there for injuries received on 
account of the railroads of this State, of which no report has been 
received by me from the railroad officials. 

There were 101 accidents, in which 103 persons were killed or 
injured. There were 37 deaths resulting from these accidents. Of 
the cases where death ensued, 23 were trespassers, 18 of whom 
were walking upon or lying beside the tracks, and 5 stealing 
ride on trains; 10 were employees; 3 were passengers who jumped 
or fell from train while in motion ; and 1 person was killed at 
grade crossing. Of the 10 employees that were killed, 4 were 
struck by engine, 2 fell from cars, 1 was struck by overhead 
bridge, 1 was coupling cars, 1 was killed while endeavoring to 
save a child which was playing on the track, and 1 getting on 
moving train. 

Of the 66 persons who were injured, 40 were employees ; of these, 
20 were injured while coupling cars ; 4 while loading cars ; 4 
struck by train ; 3 fell from cars in motion ; 1 was struck by over- 
head bridge ; 3 by collision of cars, and 5 from various other causes. 
Seven passengers were injured, all in getting on or oflf moving 
trains; 17 were trespassers, of whom 9 were stealing a ride on 
cars and 8 were walking on track ; two persons were injured at 
grade crossings. 

As compared with last year's report, the number of passengers 
killed was 1 more; the number injured the same. The number 
of employees killed was 1 less ; the number injured 4 less. There 
were 5 more trespassers killed, and the same number injured. 
There was the same number killed at grade crossings, and 4 less 
injured. 
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It is worthy of notice that so far as I could ascertain in the case 
of every passenger that was killed or injured, they were them- 
selves wholly to blame. And in the three accidents at grade 
crossings, the gates were down and the flagmen at their posts, 
and the persons went under the gates against the remonstrance 
of the flagmen. 

Jan, 1, William Domina of Pawtucket, was standing near the 
main track of the N. E. B. K., in Providence, watching an engine, 
and when train No. 2 came along he stepped backward, was 
struck by the steps of the smoker and his side badly bruised. 

Jan, 6, Ezekiel Barber of South Kingstown, attempted to get 
on engine of the Narragansett Pier R. R., at Peace Dale, while it 
was in motion, but slipped and was caught between the cab and a 
coal bunker. He received injuries from which he died the next 
day. 

Jan. IS, William H. Read of West Arlington, was walking on 
the tracks of the Stonington Division, near the foot of Chapin 
Avenue, Providence, when he was struck by train No. 15, and 
killed instantly. 

Jan, 13, Cornelius F. Gallagher of Providence, while trucking 
a heavy bar of iron into a car of the N. E. R. R., struck end of 
bar against side of door; it fell upon his left foot bruising it 
severely. 

Jan, 13, Joseph Wells, a passenger on train No. 40, Providence 
Division, jumped from the train in the yard at Providence before 
the car had stopped. He was afterwards found wandering about 
the yard, and was sent to the R. I. Hospital, where he died a few 
hours later. 

Jan, H, Louis Potoschinsky, was walking on the tracks of the 
Stonington Division near Carolina Mills, and was struck by train 
No. 79. He was taken to the R. I. Hospital. 

Jan, 18, Edward A. Bennett, operator at River Point station. 
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on the N. E. R. R., was coupling cars and had his left hand caught 
and two fingers crushed. 

Jan, 18\ The body of John Ward of Lonsdale, was found near 
the Boston Switch Tower at Central Falls, lying beside the track. 
There was a slight fracture of the skull and two bruises on the 
head. It is thought he got on the \\Tong train at Pawtucket, the 
previous evening, and finding his mistake jumped off. He was 
probably rendered unconscious by the fall, and the exposure to 
the cold caused his death. 

Jan, 21, Train No. 133, on the N. E. R. K., ran into a hand- 
car, about one-half mile from Pascoag ; John Burke, section fore- 
man, received injuries to his knee and a severe cut on his leg ; 
Thomas Smith, section hand, had his face cut and bruised and one 
leg broken. He was taken to the K. I. Hospital. He was dis- 
charged, March 31, cured. 

Feb, Jf, Orrin Tourjee, yard brakeman on the Stonington Divi- 
sion, while coupling cars in yard at Auburn, had his right hand 
caught and crushed ; the index finger was amputated. 

Feb, i, John J. Bull, a brakeman on train No. 134, N. E. R. R., 
while carrying a stake to place against cars, near Georgiaville 
station, fell in the snow, and the stake struck his hand and broke 
one or two fingers. 

Feb, 6, Dean Nickerson, an employee of the Moshassuck Valley 
R. R., while coupling cars in yard at Saylesville, was caught be- 
tween the cars, and his left side, shoulder and chest were severely 
bruised. 

Feb, 17. Albert Betts of Newport, R. I., while crossing the rail- 
road bridge between Natick and Pontiac, Stonington Division, 
was struck by northbound freight train and knocked into the river. 
He was fished out by a brakeman and cared for. His head was 
cut and he received severe injuries. 

Feb, 19, Thomas McGrail, an employee on the Providence Divi- 
sion, while shovelling snow near the passenger station in Provi- 

8 
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dence, was struck by an engine and received severe injuries. Two 
ribs were broken and shoulder dislocated. He was taken to the 
R. I. Hospital, and died the next day. 

Feh, 25. Charles H. Goodspeed of Providence, freight brake- 
man, Stonington Division, in attempting to cross the tracks in 
front of cars which were being switched, caught his foot under a 
rail, fell in front of the cars and was run over and instantly killed ; 
he threw the switch which directed the movement of the cars. 

Feb, 25, George L. Ranney, freight brakeman on the Worcester 
Division, while coupling cars at India Point, had his right hand 
caught and crushed so severely that four fingers were amputated 
at the R. I. Hospital where he was taken. He was discharged 
March 7, cured. 

March 3, A man attempted to climb upon a car of freight train 
No. 300, Stonington Division, while it was in motion, near Orms 
St. bridge, Providence, but lost his footing, fell under the wheels 
and was instantly killed. The body was not identified. 

March 6, Edward Chagnon, a carpenter in the employ of the 
Worcester Division, while making repairs in the interlocking 
system, near Crooked Bridge, Lonsdale, saw a little girl getting 
chips on the track in front of express train. He jumped to catch 
her, and she escaped, but he was struck by the breast-beam of the 
engine and knocked down, receiving injuries from which he died 
at the K. I. Hospital on the 14th of the same month. 

March 16, Charles Sumner, a brakeman on train No. 480, 
Stonington Division, was struck by overhead bridge, near Ken- 
yon 's station, but escaped with trifling injuries about the head. 

March 27, George Townsend, who was lyi«ig in an intoxicated 
condition on the tracks of the Stonington Division, near Westcott 
station, was struck by train No. 316. The thumb of his left hand 
was cut off, and one leg injured. 

April 2, S. D. Rand, brakeman on Providence Division, while 
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coupling cars near Providence station had his right hand caught 
and two fingers were broken. 

April 4. George L. Bent, freight brakeman, Worcester Divi- 
sion, while coupling cars near India Point station, had his right 
hand caught and jammed. He was taken to the B. I. Hospital, 
and discharged April 24, cured. 

April 6, John Masterson, of Warren, R. I., while lying upon 
the tracks of the Worcester Division, near Warren station, in an 
intoxicated condition, was struck by passenger train No. 1845 
and killed. 

April 7. J. McGregor, freight brakeman on Providence Divi- 
sion, while coupling cars near Providence station, got his right 
hand caught and crushed severely. 

April 10, Joseph Gorman, 12 years old, attempted to climb 
upon a car of freight train No. 380, while in motion, near station 
at Central Falls, but slipped and fell under the wheels. One foot 
was run over and crushed. He was taken to the E. I. Hospital. 

« 

April 13, John McGovern, yard conductor at Providence 
freight yard, while pulling pin between two cars had his right 
hand caught and jammed so that it was necessary to ampiitate 
the second finger. 

Apinl 17, The body of a colored* man was found in the ditch 
by the side of the tracks of the Stonington Division, near Niantic 
station. There was a wide bruise and gash on the side of the 
head, and it is probable that while stealing a ride on freight train 
he was thrown from the top of the car and killed. The body was 
not identified. 

April 21, Peter MulhoUand of Providence, while lying on the 
tracks of the Worcester Division, near Silver Spring station, was 
struck by north-bound passenger train, and injured so severely 
that he died in a few moments. 

April 2Ji„ Frank Leonard, who was walking on the tracks of 
the Stonington Division, near Westerly station, was struck by 
train and killed instantly. 
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May 11, Patrick Cronin, a track laborer on the Stonington 
Division, was struck by a train near Niantic station, at 7:56, A. M., 
and received severe injuries to hip. He was taken to the R. I. 
Hospital, and discharged August 22, cured. 

May IS, Bodman Lewis, a passenger on one of the trains of the 
Stonington Division, from Providence to Wickford Junction, at- 
tempted to get off at East Greenwich, after the train had started, 
but fell under the wheels and had his right foot so badly 
crushed that amputation was found necessary at the R. I. Hos- 
pital. He died from the effects of the injuries on the 13th day of 
September. He was intoxicated at the time. 

May 20, Felix Gallagher of Providence, was struck at the 
Sabin street grade crossing in Providence, by the steamboat train 
of the Stonington Division, at 6:42, A. M. The gates were down, 
but he stepped under them, and after one train went by started to 
go across but was struck by the other train. He was taken to the 
K. I. Hospital and his left leg was amputated. He was discharged 
June 26, cured. 

May 21. John Ruddy, a freight brakeman of the Moshassuck 
Valley R. R., while switching cars was caught between two of 
them, and severely injured about the thighs. 

May 25, John Masy and Edward Brown who were stealing a 
ride on a train of dump cars of the Worcester Division, near Woon- 
socket station, were thrown out by the tipping of the car and 
somewhat injured. 

May 26, Harvey Bennett of Providence, yard conductor on the 
New England R. R., was setting up brake on freight car when the 
brake-shaft gave way and he was thrown between the cars receiv- 
ing internal injuries. 

June 5, Robert Whitman attempted to get on car of the Provi- 
dence Division at Woodlawn station, before the train had stopped, 
but missed his hold and fell, being struck by the car steps and 
trucks. He escaped with a severe scalp wound and cut face. 
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June 11, James McCarron, a laborer in the employ of the 
Stonington Division, had his finger caught in the safety link of a 
dump car, crushing it so that amputation was necessary. 

June 17, Michael Brennan of Providence, was Ijdng on the side 
of the tracks of the New England R. K., near Arlington, and was 
struck by train No. 102 and instantly killed. 

June 18, Peter Cody of Woonsocket, was found beside the 
tracks of the Worcester Division, between Valley Falls and the 
Boston switch, with left arm and left leg badly crushed. It is not 
known by what train he was struck. 

June 18, Minor Balcom, a brakeman in the yard of the Provi- 
dence Division, while coupUng cars had his right hand caught 
and thumb crushed, necessitating amputation. 

June 20, Erwin J. Edminston, freight conductor, Worcester 
Division, while coupling cars near Providence station, had his 
head caught between two dumps, and was killed almost instantly. 

June 22. Carder C. Gardiner, freight brakeman, Stouington 
Division, while switching cars at Westerly, was thrown under a 
car. His left foot was crushed, his right leg badly bruised or 
broken, and he received other injuries about the body. He was 
taken to the K. I. Hospital, his leg was amputated, and he was 
discharged, cured, Nov. 17. 

July 1, James Carboy attempted to get on board train of the 
Stonington Division at Westerly, while cars were in motion, but 
fell under the wheels and had his foot crushed near the ankle. He 
was taken to the R. I. Hospital. 

July ^. The White Mountain express, on the Worcester Divi- 
sion, struck a man who was walking on the tracks between 
Berkeley and Lonsdale, and killed him almost instantly. To get 
out of the way of a freight train he stepped from one track to the 
other directly in front of the express train. The body was buried 
by the Cumberland authorities without being identified. 
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July 4. Michael Fogarty, of Valley Falls, was found about 
10:06 o'clock P. M., lying beside the tracks of the Worcester Divi- 
sion, in the yard at Lonsdale, with skull fractured, having been 
struck and killed by some train. 

July 8. Napoleon Gallant, a brakeman on train No. 116, N. E. 
R. E., while standing on tender of engine, at Olneyville Junction, 
leaned out to see if any of the brakes were set up, and was struck 
by a car which was switching on side track, and knocked to the 
ground. He was taken to the K. I. Hospital with a severe scalp 
wound, a bruised chest and crushed left hand. He was discharged 
July 31, improved. 

July 15, John McGuire, 7 years of age, was struck by a freight 
train of the Worcester Division, near Washington bridge. East 
Providence, run over and instantly killed. His sister said he was 
on the side of the track touching each car as it passed him, and 
in some way was drawn under the cars. 

July 22, Dennis Eyan, while asleep on the tracks of the N. E. 
E. E., near Centre ville, was struck by some train and killed, he 
was probably intoxicated. He belonged in Bellows Falls, Vt., 
but was employed in mill at Centreville. 

July 2 J^, A child of J. Eobeson of Pawtucket,20 months old, 
was playing on the tracks of the Providence Division, near 
Pleasant View station, when it was struck by some train and 
received fatal injuries. 

July 29, John D. Lyons of Providence, was stealing a ride on 
a freight train of the Worcester Division, and when the train was 
going through the Valley Falls freight yard, he fell from the car 
directly under the wheels ; his right leg was cut oflf at the knee, 
and his left leg broken at the ankle. He was taken to the E. I. 
Hospital, where he died the next day. 

August 11, Henry C. Smith, of Providence, while walking on 
the tracks of the Providence Division, under the Charles street 
bridge, in an intoxicated condition, was struck by a train. His 
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skull was fractured, four ribs broken, and his back-bone injured. 
He was taken to the R. I. Hospital, and discharged Nov. 13, 
cured. 

August 21, O. B. Edwards, of Providence, brakeman on train 
No. 125, N. E. R. R., caught his foot in the step of a car and 
sprained his knee. 

Aug^ist 22, William Rolerick, a freight brakeman on Worcester 
Division, slipped and fell from car while in motion, near Fox 
Point, Providence. He received^ injuries from which he died in a 
short time. 

August 27, M. W. Brown, freight brakeman on the Stonington 
Division, in stepping from one car to another while train was in 
motion, near Kingston station, lost his footing and fell to the 
ground. His head struck a rail and he received injuries which 
caused his death in a few moments. 

Sept 2. W. J. Wilkins of Oakdale, Mass., while climbing updn 
moving train No. 77, N. E. ll. R., at the yard in Woonsocket, was 
struck by a fence at street crossing, but escaped with bruised 
elbow. 

Sept, 3, James May, of Providence, brakeman on Worcester 
Division, while coupling cars near India Point station, slipped 
and fell. His left knee struck the car and the knee-cap was 
fractured. He was also caught between the cars and three ribs 
broken. 

Sept. 7. When a freight train on the Stonington Division ar- 
rived at Kingston station at 10 o'clock. P.- M., the dead body of a 
man was found on the top of a car, with a bruise on his head. 
He had probably been struck by an overhead bridge. The body 
was not identified. 

Sept 11. As freight train No. 229, Stonington Division, was 
coming into Providence, at 6:58, A. M., Thomas Thistle, of Ban- 
gor, Me., who had been having a free ride, jumped from the train. 
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but was run over and his left foot so severely crushed that it was 
amputated at the B. I. Hospital, where he was taken. 

SepL H, Fred. Hargraves attempted to jump on car of train 
No. 133, N. E. B. B., while train was in motion, near Harrisville, 
but fell between the car and platform. He escaped with slight 
bruises. 

Sept 15, J. N. Whonhart, of Woonsocket, conductor on train 
139, N. E. B. B., fell from car as the train started, spraining his 
right leg. 

SepL 16, Arthur Garrett, yard clerk. Providence Division, while 
switching cars near Branch Avenue bridge. Providence, was run 
over and received injuries from which he died two hours later, at 
the B. I. Hospital, where he was taken. 

Sept 18", James Scanlon, of Saybrook, Conn., while stealing 
ride on freight train No. 452, Stonington Division, fell from train 
near Elmwood station, and was run over. He was taken to the 
B. I. Hospital, where his legs were amputated, but he died shortly 
after the operation was performed. 

Sept 19, Homer La Bontie, of Glendale, a passenger on train 
No. 87, N. E. B. B., fell from platform of moving car about half a 
mile from Nasonville, and received severe injuries to his knee. 

Sept. 21, L. Staniels, a car inspector on the Stonington Divi- 
sion, while putting a brake-shoe on a car had his hand caught be- 
tween the shoe and the wheel, and lost a portion of one finger. 

Sept 2Jf., William A. Gray, of East Providence, was driving a 
tip-cart on or across the tracks of the Worcester Division on 
India street, Providence, was struck by the morning passenger 
train from Bristol, thrown from his cart under the wheels of the 
car, and injured so that he died in a few moments. 

Sept. 29, Bobert Welch, yard brakeman on the Worcester Divi- 
sion, while uncoupling cars near India Point, was caught between 
the cars and had his arm badly crushed. He was taken to the 
B. I. Hospital, and discharged Oct. 17, cured. 
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Sept 30, Fred. Schofield, freight brakeman on train No. 115, 
Stonington Division, was running back to shut oflf air-cock on last 
car of train, and fell through the first bridge south of Wickford 
Junction, bruising his back and eye. He was taken to the R. I. 
Hospital, and discharged Oct. 29, improved. 

Oct 7. An unknown man who was lying upon the tracks of the 
Stonington Division, near Providence station, was struck by some 
train and killed instantly. The body was not identified. 

Oct 7. John Healey, a laborer in the East Providence engine- 
house, stepped in front of an engine on the tracks of the Worcester 
Division, near Crescent Cove, and was struck by the engine. His 
shoulder was dislocated and several ribs broken. 

Oct 10, Charles Boynton was walking on the tracks of the 
Stonington Division, near the station at Westerly, and was struck 
by train and injured so severely that he died in a short time. 

Oct 16, Everett Neflf, flagman on extra freight No. 19, while 
coupling cars, the link slipped by the hook and caught him near 
the shoulder. His shoulder and breast were considerably jammed 
but his injuries were not serious. 

Oct 19. Frank A. Rivers, yard brakeman. Providence Division, 
while coupling cars in Providence, had his left hand caught and 
crushed, requiring the amputation of his thumb and three fingers. 
He was taken to the R. I. Hospital, where he was treated and dis- 
charged the next day. 

Oct 23, A. V. Heard, a brakeman on train No. 133, N. E. R. R., 
while coupling engine to car, at Harrisville, had his right hand 
caught and squeezed. 

Oct 30, Louis Burgess, a freight brakeman on the Worcester 
Division, while coupling cars near station at Bristol had his right 
hand caught and crushed. He went to the R. I. Hospital, and 
was discharged Nov. 21, improved. 

Oct, SO, Oliver Metcalf, of Attleboro, Mass., section-hand of 
the Providence Division, was repairing track in front of Wood- 
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lawn station when the Worcester express train came along* and 
struck him. He was thrown under the wheels of a freight train that 
was passing in opposite direction and killed instantly. The noise 
of the freight train probably prevented him from hearing the ap- 
proach of the express. 

Nov, 12, Charles Jenks, of Woonsocket, while walking on the 
tracks of the Providence Division, near Woodlawn station, was 
struck by train No. 1646. His right leg was broken and his head 
cut. He was taken to the K. I. Hospital, and discharged Dec. 30, 
cured. 

Nov, 13, Harvey Bennett of Providence, was riding upon the 
top of a freight car of the Stonington Division, near Brayton's 
Avenue, when the car jumped the rails and threw him violently 
upon another car. He struck upon his stomach and received in- 
juries which necessitated his being carried to the B. I. Hospital. 
He was discharged the next day, improved. 

Nov, 16, Michael Shea of Fall River, Mass., while walking on 
the tracks of the Stonington Division, near Posneganset siding, 
on the Warwick Branch, was struck by passenger train 484. He 
was taken to th% R. I. Hospital, where he died in a short time. 

Nov, 17, A. W. Clark of Willimantic, Conn., an engineer on the 
Stonington Division, stepped off of left side of engine No. 121, 
but slipped and fell against a frog that was lying beside the track, 
bruising his left hand severely. 

Nov, 17, H. H. Potter, freight brakeman on the Providence 
Division, while pulling pin behind engine of extra freight, 144, 
had the end of his third finger crushed. 

Nov, 2Jf., John Fallon, of Providence, attempted to cross the 
tracks of the Providence Division, at the Central street grade 
crossing, Central Falls, but was struck by passenger train No. 220, 
and had one arm broken and received other injuries. He was 
taken to the R. I. Hospital. The crossing gates were down at the 



REPORT OF RAILROAD COMMISSIONER. 27 

time, and he was notified that the train was coming, but he paid 
no attention to the warning. 

Nov. 2]/,. George S. O'Connor, of Franklin, Mass., while walking 
upon thj9 tracks of the Worcester Division, between Titus and 
Mill street crossings, at Valley Falls, was struck by freight train 
No. 1687, and severely injured on his left side. 

Nov, 2^, The dead body of William O'Brian was found on the 
tracks of the Providence Division, under the Branch Avenue 
bridge. Providence. He had been killed by some train, but what 
one was not ascertained. 

Nov, 27, Wm. Guigon was driving a team near Carpenter St. 
crossing. Valley Falls, when the horse was frightened by coal 
train No. 336, Worcester Division, and ran to the next crossing 
below and attempted to cross the track but was struck by the 
engine. Guigon was thrown out and had his face cut, but was 
not struck by the train. 

Nov, 28, D. Kiteo, a freight brakeman on the N. E. R. R., 
while loading freight into car at Nasonville had one finger 
crushed. 

Dec, 2, At 6:30 o'clock, A. M., the mangled remains of a man 
were found scattered along the tracks of the Providence Division, 
between Central Falls and Pawtucket. They were collected and 
taken to an undertaker's, and afterwards identified as being all 
that was left of James Finnegan, of Clyde, B. I. 

Dec, 2, Frank S. Warfield, conductor of switcher 361, Worcester 
Division, while coupling cars near Woodlawn station, had his 
thumb caught and jammed. 

Dec, 2, Thomas McCormack, a section-hand in the employ of 
the Providence Division, while walking on the tracks near Chalk- 
stone Avenue bridge, was struck by engine of train No. 116, and 
instantly killed. 

Dec. S, Victor Caplette, of Quidnick, a freight brakeman on the 
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N. E. B. B., was standing on the main track near Olneyyille 
station, when he was struck in the back by engine No. 28, and 
knocked down, but escaped without serious injuries. 

Dec, 6, Teresa Pavara, of Westerly, a passenger on train 569, 
Stonington Division, jumped from the train before it stopped at 
the station at Westerly ; she fell partly under the car. Her right 
leg was severely injured and broken; the toes on right foot so 
badly crushed that three of them were amputated, and she also 
was injured about the face and body. 

Dec, 11. Samuel Fogg, of Pawtucket, tried to steal a ride on 
the rear car of a train of coal dumps on the Moshassuck Valley 
B. B., but in some way had his right leg severely crushed above 
the knee. 

Dec, 12, James McCarthy, of Blackstone, Mass., attempted to 
climb on board one of the cars of freight train 1647, Worcester 
Kvision, while it was leaving the freight yard at Woonsocket, to 
steal a ride, but fell injuring his back and receiving a cut on his 
head. He was taken to the Woonsocket Hospital. 

Dec, 15, Thomas Parkinson, of Providence, freight clerk on the 
N. E. B. B., while taking record of seal on car, slipped and fell to 
the ground; injuries slight. 

Dec, IS. H. M. McCarthy, of Woonsocket, freight brakeman 
on N. E. B. B., while loading freight at Manton station had one 
finger jammed. 

J)ec, 21, J. C. Nichols, engineer, Stonington Division,* while 
with engine 316, switching cars in yard at Auburn station, was 
struck by cars of freight train No. 293, which was backing to clear 
station for approaching train. He was somewhat bruised and 
suffered from inhaling steam, but his injuries though painful were 
not serious. 

Dec, 23, Thomas Tulley, of Providence, an employee of N. E 
B. B., was slightly injured while loading freight into car at Provi- 
dence. 
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Dec, 26, Henry L. Dodge, of Providence, a freight brakeman 
on the Worcester Division, was struck by the Cross street bridge, 
Central Falls, and when the train arrived at Valley Falls he was 
found unconscious on top of the car. He was taken to the R. I. 
Hospital, but died as the result of the injuries. 

Dec, 28. Mrs. Annie Brown, of Westerly, a passenger on train 
87, Stonington Division, stepped from the car as the train ap- 
proached Westerly, before the train had stopped. She fell to the 
ground and her left foot and ankle were crushed by the wheels. 

Dec, 31. Arthur Glaven, a freight brakeman on switcher 818, 
Worcester Division, was standing upon a ladder at the end of a car, 
waiting to pull pin when cars reached the yard, but lost his hold 
and fell. He sustained a compound fracture of the right leg at the 
ankle, and was taken to the B. I. Hospital. 

IMPEOVEMENTS. 

On the Stonington Division of the New York, New Haven & 
Hartford R. R. the following improvements have been made 
during the past year: 

At Westerly, the bridge carrying High street over the railroad 
has been entirely renewed, giving 18 feet clear height over the 
tracks of the railroad. The street approaches were re-graded to 
meet the new height. 

At Carolina, the bridge over the river has had an entirely new 
deck, ties and guard rails laid on the iron trusses, putting it in the 
very best condition. 

At Davisville, the block signal tower which was destroyed by 
fire has beetn re-built. 

At Roger Williams Park, the former quite sharp curve on the 
main line has been reduced from what was nearly a six degree 
curve to one of two degrees, well ballasted, and it is kept in such 
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alignment and surface that almost any rate of speed admissible on 
straight line, can now be maintained around this curve. This 
improvement required a large amount of grading; two steam 
shovels were kept at work constantly for about two months in 
making the necessary excavation. 

A large tract of land, suitable for sidings, needed for increased 
business has been acquired, between Eoger Williams Park and 
Auburn. 

At Braytons Ave7iue, Providence, an interlocking tower and 
plant has been established to safely assist the making of two im- 
portant improvements ; first, to allow the freight trains of the New 
England R. E. to enter and use the Cove or West Exchange 
Street freight yards of the Stonington Division ; second, to allow 
the freight trains of the N. T., N. H. & H. B. R., to cross the 
tracks of the New England R. R., and pass over the new terminal 
approaches and structures. Since these improvements were made 
there has been a traflSc of about 30 trains per day passing over 
Gaspee street on the high grade structures. This combined with 
important improvement in the track alignment over the present 
Gaspee street grade crossing has put that dangerous crossing in 
much better shape than it has previously been for some years. 
It will be, however, but a short time before this grade crossing 
will be abolished, greatly to the convenience and safety of the 
public. 

At Apponaug, on the main line, and also at Natick on Pawtuxet 
Valley Branch, the capacity of the freight sidings has been nearly 
doubled, and at other stations increases of freight facilities have 
been made to fully meet the requirements of increased business. 

On the Providence Division, the new freight house arrangements 
on Canal street. Providence, have been thoroughly tested during 
the year to the mutual advantage of the railroad company and the 
merchants and other freight shippers. The same is true of the 
Promenade or Stillman street bulk freight yard, with its equip- 
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ment for crane service. This yard with its heavy derrick has been 
found to be exceptionally well located for the convenience of the 
contractors and builders of the new State House, new Normal 
School building and other large buildings now under construction 
in the near vicinity. 

At Central Falls ^ the work has been commenced, and will be 
pushed to a speedy conclusion, upon a new steel bridge over the 
Blackstone river, to take the place of the " tin bridge," so called, 
presumably, because there was no " tin " about it. The new bridge 
will be of five spans, and is a heavy plate girder bridge, double 
tracked, 380 feet in length. The bridge is to be built by the Edge- 
moor Bridge Co., of Wilmington, Delaware, and will be erected by 
the Boston Bridge Works. 

The present bridge was erected in 1876, and does not show the 
slightest sign of wear or weakness, but as the weight of locomo- 
tives and trains has been and is constantly being increased, the 
R. R. Company decided to erect a new structure, capable of carry- 
ing the very heaviest locomotives and trains. 

On the Worcester Dlvisio?i at Manville, the new station has been 
erected and occupied. A representation of this structure will be 
found on another page. 

On the 11th of May, the two adjacent double track Howe Truss 
Bridges, one carrying the trains of the New England Railroad, 
and the other those of the Worcester Division, over the Black- 
stone river, at Blackstone, were destroyed by fire. The energy 
and efficiency of the officials of the N. Y., N. H. & H. R. R. was 
convincingly shown by the fact that at 2 o'clock on the same night 
of the same day, the ruins were cleared away and a trestle erected 
on the Worcester Division and ready for the passage of trains. 

On the Providence, Warren & Bristol Branch there has been a 
notable general improvement in the tracks and road-bed. Ditches 
have been deepened, embankments cut down, and everything pos- 
sible done to put the road-bed and tracks in first-class condition. 
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A new arrangement of trains has been made by which trains are 
run between Fall Eiver, Warren, Bristol and Boston without 
coming into the city of Providence, or changing cars. 

INVESTIGATION OF ACCIDENTS. 

While I have inquired into the particulars of such accidents as 
were reported as I deemed necessary or expedient, I have held 
but one formal investigation during the year. That was in the 
case of Rodman Lewis, of Exeter, who received injuries at the 
station of the New York, New Haven & Hartford R. R. at East 
Greenwich, on the 13th day of May, 1896, from which he died on 
the 13th day of September following. In this case his son re- 
quested an investigation, and though I had informed myself fully 
in relation to the accident, I complied with his request. 

The investigation was held in the State House in Providence 
on the 1st day of December, A. D. 1896. I examined seven wit- 
nesses, employees of the railroad company and passengers, and 
came to the conclusion that Mr. Lewis received the injuries which 
caused his death by his own negligence. 

The evidence showed that Mr. Lewis came from his home in 
Exeter to Providence, and after spending the larger portion of 
the day went on board the »5 o'clock, P. M., train on the Stoning- 
ton Division, having procured a ticket for Wickford Junction. 
That just as the train was leaving the station at East Greenwich 
and after it started, he fell from the platform to the track and the 
wheels of the forward truck passed over his foot, crushing it. He 
was taken to the waiting room and properly cared for, and as 
soon as possible was sent to the R. I. Hospital. 

He was intoxicated at the time, thought the train had arrived 
at Wickford Junction, and attempted to get off while the train 
was in motion. The train was stopped promptly, and I could not 
see where any. neglect of duty could attach to the employees of 
the railroad. 
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BUENING OF STATION BUILDING IN PEOYIDENCE. 

Early in the morning of the 21st day of February, 1896, fire was 
discovered in the station building in Providence, and before it 
was subdued the interior of the building, especially the centre 
portion, used almost wholly for passengers, was completely gutted. 
Before the fire had been fully extinguished, the Railroad Com- 
pany had men at work cleaning away the ruins, and as large a 
force as could work were employed, so that in a very few days 
passengers were as well accommodated as possible under the cir- 
cumstances. As the towers and centre of the front had been 
cracked and rendered unsafe, they were torn down. I give on 
another page a view of the building as it appeared the morning 
after the fire. This station building was erected in 1847 and 1848, 
and was at that time considered to be the handsomest, as well as 
one of the largest passenger station buildings in the United States. 

WORK ON TERMINAL FACILITIES. 

This important work has progressed most satisfactorily during 
the year 1896, and the close of the year finds the entire group of 
new railroad buildings roofed in, and the work is so far advanced 
that they will, beyond a reasonable doubt, be put into regular 
service next summer. 

The station buildings proper have a frontage of 500 feet, 
bordered by a court at each end 60 feet in width. Beyond these 
courts on th6 West end is a building four stories in height to be 
used for the oflSces of the company, and at the extreme East end 
a building in outward appearance a duplicate of the oflSice build- 
ing to be used for express business. 

While not surmounted with high towers and turrets, the material 
used in the construction of all these buildings, namely, granite 
underpinning, Kght colored brick and upper Connecticut Valley 
or Longmeadow freestone, form a happy conbination, both elegant 
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and substantial. The Providence firm of Hortons & Hemenway, 
contractors, are carrying on the building work. 

There can be no question as to the ample and convenient pas- 
senger accommodations that will be afforded by the new build- 
ings, relatively superior to anything in the way of passenger 
facilities in the country ; and by virtue of the number of possible 
through tracks, it being easily feasible to have eight of these, 
perhaps fairly reckoned as nearly equal in capacity for train 
service to any station now existing in New England. 

The officials of the New York, New Haven & Hartford road cer- 
tainlj^ deserve credit for having provided such excellent accom- 
modations, not only for the necessities of its present patronage, 
but looking forward to the great increase that will be needed in 
the future to keep pace with the rapid growth of the enterprising 
city of Providence. 

About 70,000 cubic yards of filling material was placed in the 
new approach west of Gaspee street. This was brought from the 
vicinity of Roger Williams Park, where its removal made practic- 
able an important easement of a sharp curve on the main line of 
the Stonington Division. 

Two tracks have been laid entirely across the new elevated 
work, with rails weighing 100 lbs. per yard. This new double 
line has been in regular use for freight trains for several months, 
thus doing away with the objectionable, but absolutely necessary, 
under former conditions, practice of running the freight trains 
across the front of the passenger station, greatly to the incon- 
venience and danger of passengers. 

On the 23d of July the New York, New Haven & Hartford R. R. 
Co. paid the city of Providence the sum of $279,305 for the last 
remaining parcel of land, lying beneath the new approach, west 
of Gaspee street, essential to the completion of the long standing 
Terminal project. 

The fact that the New York, New Haven & Hartford R. R. Co., 
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obtained the control of the New England E. R. Co., made it pos- 
sible to settle in a just and satisfactory manner certain under- 
lying vexatious questions as to boundary lines, etc., that might 
possibly, under different conditions have prolonged the building 
of the station and its approaches for an indefinite period. 

When the improvements, now so well advanced, are fully com- 
pleted, if the city of Providence should lay out a park between 
Exchange street and the new passenger buildings, it will have rail- 
road facilities which will compare most favorably, for ease of ac- 
cess from the business portion of the city, and for beauty of loca- 
tion and approaches, with those of any city with which I am 
acquainted. 



STREET RAILWAYS. 



There are eight street railway corporations organized and doing 
business in this State ; the same number as at the time of last 
report. A number of charters have been granted, but the only 
new corporation that has taken any decided steps towards build- 
ing its road, is the Sea View Eailroad, which, though it is to be 
operated by electricity, can hardly be classed as a street railway, 
as it will own its right of way and will have regular stations 
for receiving and delivering its passengers and freight. 

The survey of this railroad has just been completed and its 
plats, profiles and maps all prepared, and the map of same duly 
filed in the Clerk's oflSice of the Washington County Court. It is 
to start from the village of Wickf ord in the town of North Kings- 
town and run in a southerly direction through the villages of 
Hamilton, Saunderstown, Narragansett Pier, Matunuck, Charles- 
town Beach, Quonocontaug, and Noyes Beach, to the town of 
"Westerly. 

The entire main line as surveyed is about 34^ miles in length, 
and connects at Wickford with the Newport & Wickford R. R., 
and at Westerly with the New York, New Haven & Hartford 
R. R. 

The survey shows one curve of 5 degrees, two of 4 degrees, all 
near the high range of hills between Noyes Beach and Westerly, 
the few other curves being of 1 and 2 degrees. It also shows that 
84 per cent, of the line is straight, 16 per cent, of curves, and the 
longest tangent being nearly six miles in length. The highest 
point above the level of the sea is near Saunderstown, where it is 
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106 feet, and near Dun's Corners in the town of Westerly it is 80 
feet above the sea level. Nearly 11 miles of the route is about 
level, and no established grade on the entire route will exceed 
nine-tenths of one per cent., or less than forty-eight feet to the 
mile* 

• As projected there will be 11 regular and 16 flag stations, quite 
regularly distributed upon the route. It is the intention of the 
company to use steel rails of not less than 56 lbs. to the yard, with 
ties of the standard size and best quality, and the road will be 
well ballasted throughout. The equipment will be new and of the 
most improved pattern ; electricity will be the motive power, and 
probably the third rail will be used instead of the overhead trolley. 

The road will run for much of its distance near the ocean, and 
six steel bridges will be required to cross the several breachways 
from the salt ponds into the ocean. 

The company will own the right of way, so that rapid transit 
for express trains may be made, and the most of the highways 
will be crossed overhead or underneath. The road where it crosses 
the Narragansett Pier E. E. will go under it. 

The projectors of this road are very confident that it will be 
built and in operation within a few months. It will bring a large 
amount of available territory for summer residents into easy com- 
munication with main lines of railroad, and open up a large tract 
of shore property that has been almost entirely kept out of the 
market for the lack of any easy means of reaching it. 

The Interstate Consolidated Street Railway Co, has made many 
improvements both in its line and in its rolling stock. During 
the past year it has completed the re-construction of its car-house 
at Attleboro, and has built a car-house on Fountain street. Paw- 
tucket, complete in every detail, capable of holding twelve to 
fifteen cars. It has re-constructed in first-class condition, with 
block pavings for some eight hundred feet, a turnout on Broad- 
way in Pawtucket; has built a new diamond turnout on Park 
street in the same city, and on Central avenue has changed the 
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grade somewhat, and put in a large amount of paving under tlie 
direction of the city authorities. At Seekonk, near Baker's Comer, 
it has put in a three hundred feet turnout, and near Thatcher's 
brook in Attleboro, has built a turnout of about the same length. 

The lines throughout have been carefully and thoroughly 
" serviced up,*' and in many places the grades have been materi- 
ally changed to meet the requirements of the various changes in 
the highways over which they pass. These changes have not only 
resulted in the improvement of the lines of the railway, but also 
have been beneficial to the pubKc highways. 

The equipment has been increased during the year by the ad- 
dition of six box cars and eight open cars, all new and first-class 
in every respect. Five snow plows have also been added to the 
rolling stock. 

The Union Railroad Co, has added during the year to its rolling- 
stock fourteen box and fifty open cars. Its track mileage has been 
increased five and one-half miles. The lines extended by new 
track have been the Cranston line through Dexter street. Potter's 
avenue and Jackson avenue; the Douglass avenue line from 
Admiral street to Veazie street ; the Centerdale line from Knights- 
ville to Meshanticut Park. 

The equipment and service have been kept fully up to the high 
standard which the Union Railroad has heretofore maintained, 
and the facilities for its patrons have been improved not only by 
the addition of new cars, but in several instances by the lengthen- 
ing of existing routes. This latter improvement is especially 
notable in the change of the operation of cars by the Broadway 
line across the city and out to the villages of Kumford and 
Phillipsdale, in the town of East Providence. 

AUTOMATIC BRAKES. 

There have been many attempts to produce an automatic brake 
for electric cars, which should be as eflScient on street cars as the 
various automatic brakes have proved to be on the steam cars, 
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but thus far, though many devices have been invented and 
patented, nothing has been found to supply in every regard the 
admitted need. The Union Railroad has expended considerable 
time and money in experiments, and is at present at work upon 
an electric brake which it hopes will prove a success. Very 
many of the accidents that occur on the street roads could be 
prevented if a properly devised and efficient brake could be at- 
tached to the cars, and there is a reasonable expectation that such 
will be secured within a short time. 

FENDERS AND WHEEL GUARDS. 

None of the electric cars in the State are yet provided with 
fenders except those of the Interstate road. The Union Railroad 
has been experimenting with a variety of fenders, but has not 
yet found one that works satisfactorily. If routes were laid out 
only on straight, wide streets, almost any fender could be attached 
to the cars with but little difficulty. But the contrary is the case 
on many of the routes. Where the street is narrow, the wheels of 
the cars are so near the centre of the car, that in going round 
the curve, the front end of the car comes very close to the curb- 
stone, and if an immovable fender of two or three feet in length is 
attached to the end of the platform, it would in many cases pro- 
ject over the sidewalk, to the very great danger of persons passing 
thereon. There is, I believe, much less danger to persons from 
cars without fenders than there would be with most of the kinds 
that have been produced, especially on the narrow streets of 
Providence and Pawtucket. I think a properly arranged wheel- 
guard, one that would under all circumstances prevent a person 
struck by the car from being thrown under the wheels, would be 
of much more service than any fender I have yet seen. The 
Union Railroad Co. has built and applied a wheel-guard which 
answers many of the requirements, but has not yet succeeded in 
producing one that gives perfect satisfaction. I am in hopes, 
however, that in the near future one will be devised that will 
prove efficient and practical in its workings. 
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FOOT OR RUNNING BOARDS. 

The style of open cars generally used on the roads of this State, 
is that in which the seats run across the cars with access from 
each side on a running or foot-board which extends the whole 
length of the car. While very convenient for passengers to get 
on board or alight from the cars, yet there are great dangers at- 
tending their use, especially when the cars are crowded as they 
often are. Sometimes these foot-boards are crowded with pas- 
sengers as thick as they can stand for the whole length of the 
car. In such cases, these passengers are in danger of being struck 
by a passing car, or posts which sometimes are necessarily put 
up too near the cars, on narrow streets. They are also in danger 
of being crowded off by other passengers getting on or off the 
cars. There is also great danger to the conductor, who is obliged 
to go swinging along the whole length of the car in collecting 
his fares. 

In some cities and towns, the companies are required to put up 
a board or rope on the side of the car which is next to passing 
cars, and admission or egress is allowed only from the opposite 
side; but even then passengers will crowd under the rope or bar, 
rather than use the open side. 

There have been several accidents on account of these running- 
boards, and I have been greatly surprised that more casualties 
have not occurred from the manner in which they are used. 

The most satisfactory and safest cars for summer travel that I 
have seen are in use in St. Louis, Mo. The car is built up at the 
sides about as high as the seats, and then a grating about one foot 
in height is placed above that, so that children and others cannot 
reach out their heads or arms to be hit by another passing car. 
These cars are entered from the rear, mth a narrow passage the 
whole length of car, with seats to accommodate two persons on 
each side of the passage. They, of course, will not carry so many 
passengers, but those that they do carry are much more com- 
fortable, and the element of danger is almost entirely eliminated. 



BEPOBT OF BAILBOAD OOMMISSIONEB. 41 

I think this subject is worthy the attention of the companies, and 
I am sure that if they would once adopt some car of this kind, 
they would not purchase any more of the present style of open cars. 



SUMMAEY OF STATISTICS. 

The following summary of statistics will show the great advance 
in the street railway business for the past year ; and from present 
appearances this increase will continue in the future. 

CAPITAL STOCK, ETC. 

The eight street railway corporations reported 157+ miles of 
track; paid ap capital, $10,522,000. They own 517 motor cars, 
166 other cars, and 12 horses. This is an increase in capital stock 
of $7,240,000; an increase of nearly 14 miles of track; increase 
in motor cars, 113 ; a decrease in other cars of 66, and in horses 
used, 10. 

INDEBTEDNESS. 

The funded debt of these corporations is, $472,200; floating 
debt, $418,683.27 ; total indebtedness, $890,873.27. This is an in- 
crease in funded debt of $90,000 ; a decrease in the floating debt 
of $1,317,802.67 ; and a decrease in total indebtedness of $1,227,- 
802.67. 

BECEIPTS AND EXPENDITUBES. 

The total receipts for the year were $1,940,738.28 ; total expendi- 
tures, $1,242,622.10 ; net earnings, $698,216.18. As compared with 
the returns for 1895, these figures show an increase in receipts of 
$316,467.67 ; an increase in expenditures of $253,447.94 ; and an in- 
crease in net earnings of $63,009.73. 

6 
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PROPERTY AND ASSETS. 

The total property and assets of these corporations are re- 
ported as $11,552,260.35, an increase over last year of $4,955,897.85. 
This is $159,387.08 more than the aggregate amount of capital 
stock and funded and floating indebtedness. 

PASSENGERS CARRIED. 

The whole number of passengers carried was 38,932,796, an in- 
crease over last year of 6,314,323. Every road reported an in- 
crease of passengers, except the Providence Cable Tramway Co., 
which made no report in this particular, the item being included 
in the return of the Union Railroad Co. 

EMPLOYEES. 

The whole number of persons employed by these corporations 
is reported as 1115, which is 17 less than the number reported 
last year. 

DIVIDENDS. 

The only roads that declared and paid dividends were the Inter- 
state which paid a dividend of 8 per cent, on $100,000 of its stock, 
and the Newport Street Railway Co. which paid a dividend of 7 
per cent, on its preferred stock and 5 per cent, on its common 
stock. 

HEATING OF CARS. 

Of the 683 cars owned by the several corporations, 254, or nearly 
all that are used in cold weather, are warmed by electric heaters, 
which renders the temperature much more uniform and comfort- 
able than it was in the cars formerly in use for street travel. 
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ACCIDENTS. 

There were twenty-four accidents reported to me as occurring 
in connection with the street railways, in which 7 persons were 
killed and 21 injured. Of the persons killed, 4 were struck by cars 
while walking on or crossing tracks, 2 were passengers who fell 
from platform or footboard of cars while in motion, and one was 
a conductor who was struck by a passing car. 

Of the 21 persons injured, 8 were passengers, 4 by collision 
of cars, 3 by jumping from cars before they stopped, 1 on account 
of the car jumping the track ; 6 were persons who were walking 
on or crossing track ; 4 were on account of collision of cars with 
teams ; 1 by collision of car with bicycle ; 3 were employees, 2 of 
whom were coupling cars, 1 was struck by a post. There were 
many other slight accidents not reported. The following is the 
list in detail : 

January 7. Frank Cooke, a conductor on Pawtucket Street 
K. K. Co., was running his car on Broadway, and as his car passed 
car No. 23, he leaned over to salute the conductor, but was struck 
by the car and knocked to the ground with a fractured skull. He 
was taken to the K. I. Hospital, but died on the 12th of same 
month. 

January 15. Fred Randall and E. F. Engstraum were riding in 
a wagon on the tracks of the Union K. K. Co., near Tucker's Hol- 
low, when they were struck by electric car No. 48. Randall was 
pitched clear of the track and escaped with some bruises; but 
Engstraum was thrown in front of car and caught under a brake- 
shear. The car was raised, he was taken out and carried to the 
K. I. Hospital, where it was found that several ribs were broken. 
They were both intoxicated at time of accident. 

January 21. William J. Budlong, of Providence, was walking 
on track of Union Railroad Co., near Atwell's Avenue bridge, and 
was struck by electric car No. 255, and his right shoulder dislo- 
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cated. He paid no attention to the ringing of the gong or the 
shouting of the motor-man. 

Febnim'y 12. George L. WilKams stepped on the track of the 
Union K. K., near the junction of Elmwood and Princeton 
avenues, in front of electric car No. 64. He was knocked down 
and the forward wheel passed over his right leg. He was taken 
to the K. I. Hospital and the leg amputated. 

May 9. Alphonse Mercurio, of Providence, was driving up 
Westminster street, and as he turned to go into Baker avenue, his 
wagon was struck by a Manton avenue car of the Union K. K. 
He was thrown out and received quite serious injuries, among 
them a broken rib. He was taken to the K. I. Hospital. 

June 7. Henry E. Marchant stepped in front of electric car 
No. 68, Union K. R., between Crescent Park and Camp White, 
and was run over, his foot being crushed. He was taken to the 
E. I. Hospital, and died on the 9th of same month. 

July 8. John McDevitt, of Providence, jumped from electric 
car No. 333, Union K. K., while it was in motion on North Main 
street. His face and hands were badly cut and 'bruised. He was 
taken to the K. I. Hospital. 

July 9. A collision occurred between electric cars No. 33 and 
35, of the Woonsocket Street R. R., at Bartlett's curve, between 
Manville and Woonsocket. Mrs. G. Andrews was hurt on breast 
and her child bruised on forehead ; Mrs. Charles Law was bruised ; 
Mrs. James Chace had ribs broken. The cars were not much 
injured. 

July 12, Electric car No. 187, Union R. R., jumped the track 
at the switch near Leonard's Corner. Carl Doebecke, of Provi- 
dence, had an arm broken; the conductor, H. E. Baldwin, was 
thrown to the ground and his face badly bruised. 

July H, A. H. Hinckley, of Providence, was riding a bicycle 
behind an electric car of the Union R. R., on North Main street, 
and attempted to turn out, but ran directly into electric car 648, 
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^oing in opposite direction. He was thrown to the ground and 
quite severely injured. 

July 15, Benjamin Sweetland, motor-man on the Pawtucket 
Street E. K., while coupling cars on Central avenue, had his head 
caught between the bumpers and cut so severely as to require 
surgical assistance. 

July 21, Eugene Garrett, of Pawtucket, a passenger on car 377, 
Union B. B., was riding on the footboard when a person signalled 
the motor-man to stop the car. Mr. Garrett stepped one side, but 
lost his balance, and fell to the ground, striking upon his head. 
He was taken to the B. I. Hospital, but died the next day without 
regaining consciousness. 

July 22, Wm. Stevenson, of Providence, was riding on car 187, 
Union B. B., and on Cranston street lost his hat. Without wait- 
ing for the' car to stop, he jumped off, though the conductor 
called to him to wait, and fell to the ground, cutting a gash in his 
head. He was taken to the B. I. Hospital. 

August 5, Bernard Carney, of Pawtucket, was struck by car 
338, Union B. B., on Pawtucket avenue, near Sisson street, and 
killed instantly. An inquest was held by Coroner Herbert A. 
Bice. The evidence was to the effect that Carney was walking 
along the avenue, evidently in an intoxicated condition, and stag- 
gered directly in front of the car. 

August 7, While car No. 191, Union B. B., was passing down 
Westminster street, a woman, name not reported, jumped from the 
car, without giving the conductor any signal to stop, and fell upon 
the pavement. She was taken to the B. I. Hospital. 

AugusVll, Wilfred Tyler was driving a hack on Park avenue. 
Providence, and when near Greenwood street, was struck by car 
147, Union B. B. Tyler was thrown from his seat and picked up 
in an unconscious condition. 

Septemniber 5, Car No. 247, Union B. B., was passing along East 
avenue, and near Oakhill avenue, Alexander Curren ran from a 
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side street almost directly in front of the car. He was knocked 
down and the wheels passed over his right leg. He was taken to 
the B. I. Hospital, and died on the 7th of same month. 

September 5. William L. Hersey, conductor on Riverside route, 
Union R. R., while on the running-board, was struck by a post 
and received a very bad cut on his head. 

October 8, As car No. 209, Union R. R., was passing along 
Prairie avenue, Fred McDonald, of Providence, ran from the side- 
walk directly in front of the car and was knocked down. His face 
was cut and bruised. 

October 15. When car No. 20, Union R. R., was crossing the 
bridge on Elmwood avenue, W. H. Smith, who had been standing 
on the rear platform, fell from the car. He was picked up in an 
unconscious condition and taken to the R. I. Hospital, where he 
died the next day. 

November 16. Frank Shaw, a hill-boy, while uncoupling cars of 
Union R. R., on College Hill, got caught between the bumpers 
and had his leg broken. He was taken to the R. I. Hospital. 

December 7. As car No. 206, Union R. R., was going down 
Camp street. Providence, when near Larch street, a little girl by 
the name of Lavina Whitaker, ran directly in front of the car, was 
struck by the headlight and instantly killed. 

December 21. Mrs. H. L. Potter, of East Providence, while 
crossing the street, tried to get out of the way of a wagon, but 
got in front of car No. 485, Union R. R., and was knocked down, 
but escaped without serious injuries. 

December 22. Nellis McConnell, of Providence, ran from be- 
hind a team on Orms street, directly in front of car No. 251, 
Union R. R. She was struck and thrown to the side of the street, 
and in falling cut her head ; but she was not seriously injured. 
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EECOMMENDATIONS. 

Section 44, Chapter 187 of the General Laws, provides a way 
by which grade crossings may be aboKshed upon the request of 
town councils, and also provides the method for apportioning the 
expense incurred thereby. There is, however, no provision in our 
laws under which railroad corporations can take the initiative in 
such proceedings, and procure the abolishment of any grade cross- 
ing, no matter how dangerous it may be. I would, therefore, rec- 
ommend that the present law be so amended as to give any rail- 
road corporation the same rights and privileges in the abolish- 
ment of grade crossings as are now enjoyed by town councils. 

By Section 2 of the same chapter it is provided that " the rail- 
road commissioner shall, whenever he shall deem it expedient, per- 
sonally examine into the proceedings of any railroad corporation 
authorized and established in. this State, and report to the Gen- 
eral Assembly from time to time whether such facilities and ac- 
commodations as are required by this chapter are furnished, and 
into all the other acts and doings of any such corporation, whereby 
the rights and privileges of this State or of any of its citizens 
may be affected." 

This provision, it must be admitted, is very indefinite, and it has 
been found by experience to possess much less efficiency than its 
framers evidently intended it should have. The Commissioner 
has practically no power under it except to report to the next ses- 
sion of the General Assembly, which may be several months in 
the future, and many of the matters are of too trivial a nature to 
be brought before this honorable body, though they msiy be of 
considerable importance to the parties interested. If the author- 
ity of the Commissioner could be extended, so that the subject 
of the accommodations for passengers and freight at stations, the 
question of whether proper facilities for the transportation of 
passengers and freight were furnished, and other minor matters, 
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were placed under his supervision, subject to all necessary and 
proper restrictions, it would, I believe, result beneficially to the 
interests of the citizens of the State, and at the same time would 
work no injustice to the corporations. 

It will be seen by the report of accidents, that a large number 
of persons were killed and injured last year by the steam rail- 
roads, while walking or sleeping upon the tracks, or while loafing 
about stations and freight yards, where they had no business or 
right. I would therefore renew the recommendation I have repeat- 
edly made to your honorable body, for the passage of a law declar- 
ing all such persons to be trespassers, and providing a suitable 
penalty for its violation ; also providing that no action for dam- 
ages for injuries received while thus trespassing should lie against 
the railroad corporations. 

I would recommend the passage of an act requiring all street 
railroad corporations to equip all cars used for passenger service 
with automatic brakes; also requiring that wheel-guards and 
fenders be placed upon all cars within one year after its passage. 

I would also recommend that an act be passed forbidding the 
riding of passengers upon the foot or running-boards of open 
cars, and making it the duty of every conductor of a car to notify 
all persons who get upon the said running-boards that they are 
forbidden to ride in that place. In addition to this a sign should 
be placed in a conspicuous position on each side of all open cars, 
upon which should be placed in plain letters these words, or their 
equivalent : " All persons are forbidden to ride upon the foot or 
running-boards of this car." The act should further provide that 
in case any person is killed or injured while violating the law, no 
action for damages should lie against the railroad corporation. 

In the Appendix to this report will be found the laws concern- 
ing railroad corporations that have been enacted by the General 
Assembly since my last report was published. 
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My thanks are tendered to the Superintendent of the Ehode 
Island Hospital, for information which has been courteously fur- 
nished to me concerning patients treated in that institution for 
injuries received on the several steam and street railroads. 

I have had many interviews with railroad officials in relation to 
complaints presented, and changes which I have deemed advisa- 
ble. In every case I have been courteously received and have 
had a fair hearing. 

Respectfully submitted, 

E. L. FEEEMAN, 

Railroad Commissioner. 
Providence, Jan. 1, 1897. 
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CONTAINnVG THB 



ANNUAL REPORTS AND USTS OF OFFICERS 



OF THE 



Railroad Companies of the State, 



FOR THE TEAR ENDING JUNE 30, 1896, 



WITH 



STATISTICAL TABLES. 



RETURNS 



OF THE 



STEAM RAILROAD COMPANIES 



For the Year Ending June 30, 1896. 



THE NEW YORK, PROVIDENCE & BOSTON RAILROAD 

COMPANY. 

Incorporated, June, 1832. Opened, November, 1837. 



The New York, Providence & Boston R. R. Company has been merged in the 
New York, New Haven & Hartford R. R. Co., and has ceased to exist as a sepa- 
rate organization. 
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RETURN OF NEW YORK, NEW HAVEN AND HART- 
FORD RAILROAD COMPANY. 

Organized August 6, 1872. 



(I 



i( 



OFFICERS. 

Charles P. Clark President New Haven, Conn. 

John M. Hall Vice President 

C. S. Mellen 2d Vice President 

J. R. Kcndrick 3d Vice President, Boston, Mass. 

William D. Bishop, Jr. Secretary Bridgeport, Conn. 

William L. Squire Treasurer New Haven, Conn. 

H. M. Kochersperger. Comptroller * 

C. H. Piatt General Supt. N. H. System 

E. G. Allen General Supt. O. C. System Boston, Mass. 

C. A. McAlpine Supeiintendent Providence Division . . " 

J. B. Gardiner Superintendent Stonington Division. .Providence, "R, I. 

F. G. Spencer Superintendent Worcester Division. . . ** 

A. L. Ackley Superintendent Taunton Division Taunton, Mass. 

Above list of division superintendents includes those only whose jurisdiction 
extends into Rhode Island. 

DIRECTORS. 

William D. Bishop Bridgeport, Conn. 

Henry C. Robinson ^ Hartford, Conn. 

Charles P. Clark New Haven, Conn. 

Joseph Park New York. N. Y. 

Chauncey M. Depew *' 

Henry 8. Lee Springfield, Mass. 

William Rockefeller New York, N. Y. 

Leverett Brainard , . .Hartford, Conn. 

J. Pierpont Morgan. New York, N. Y. 

George MacuUoch Miller s. ^ 



<* 
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John M. Hali New Haven, Conn. 

Charles F. Choate Boston, Mass. 

Nathaniel Thayer 

Royal C. Taft » Providence, R. I. 

Charles P. Brooker Ansonia, Conn. 

Carlos French Seymour, Conn. 

George J. Brush New Haven, Conn. 

I. De Ver Warner Bridgeport, Conn. 

Arthur D. Osborne New Haven, Conn. 



Eetumsfor the year ending June SO, 1896, 

Capital stock actually paid in (common) . . $47,475,700 00 

Capital stock actually paid in (preferred) - None. 

Convertible debenture certificates 16,897,200 00 

Funded debt 4,300,000 00 

Other debt 10,229,568 17 

Total gross debt 78,402.458 17 

Construction account ; 46,168,670 37 

Equipment account 5,952,534 44 

All other assets 30,880,708 54 

Total property and assets 82,951,913 35 

Receipts passenger department 16,274,100 21 

Receipts freight department 18,772,071 85 

Receipts from all other sources 1,155,144 52 

Total receipts... 31,201,816 08 

Operating expenses (including salaries and wages) 21,187,226 59 

Interest paid within the year 1,486,856 71 

Taxes paid within the year 1,492,236 61 

( Not all charge - 

Salaries and wages, $18,816,798.88 •< able to «perat- 

( ing expenses. 

All other expenditures (on account of operation) $3,418,104 08 

Total expenditures (on account of operation) 4 27,534,428 99 

Net revenue 8,666,892 09 

Rate and amount of dividend paid ^ 

2 per cent, on $88,000,000 $760,000 | 

2 " " 47,475,700.... 949,514 > 8,608,542 00 

2 ** '* 47,475,700.... 949,514 

2 ** " 47,475,700.... 949,614, 
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Surplus after paying dividend . . 58,350 OtI 

Surplus at beginning of year 4,511,529 25 

Expended during year for new equipment, including repairs and 

renewals of tools and machinery in shops 4,245,646 16 

Equipment account at beginning of year, excluding cost of equip- 
ment of N. Y., P. & B. R. R, and H. & C. V. R. R., which is 

included in construction account 5,503,793 95 

Equipment account at end of year, excluding cost of equipment 
of N. Y., P. «& B. R. R., and H. & C. V. R. R., which is in- 
cluded in construction account 5,952,534 44 

Expended for maintenance of way, and structures 5,818,367 68 

How much of last amount charged to construction account 1,949,126 30 

How much of same charged to expense account 3,869,241 38 

Balance of construction account at beginning of year 43,397,814 99 

Balance of construction account at end of year 46,168,670 37 

Total number of passengers carried during year 43,970,932 

Total number of tons merchandise carried during year 10,866,909 

Number of locomotives 681 

Number of locomotives equipped with driver brakes 681 

Number of passenger train cars 1,588 

Number of passenger train cars equipped with power brakes . . . 1,588 
Number of passenger train cars equipped with improved quick 

acting brakes ] ,279 

Number of passenger train cars heated by direct steam 997 

Number of passenger train cars heated by steam heaters 4 01 

Number of passenger train cars heated by common stoves None. 

Number of freight cars 12,989 

Number of freight cars equipped with power brakes 5,957 

Number equipped with automatic couplers 7,975 

(Owned 276.41 

Total length of road in miles, •< Operated,(includ*g trackage rights 

( 22.33 miles) 1.464,21 

. ^ (Owned 62.12 

Miles of road m this State, i ^ , .«^ .. 

( Operated 130.11 

( Main line and 

Miles of track in this State reckoned as single track, -j branches . . 214. 12 

(Sidings 120.96 

Number of regular stopping places in this State 68 

Number of flag stations 28 

Number of stopping places provided with station buildings 70 

Whole number of street or highway grade crossings in this State . . 129 
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Number guarded by gates and flagmen 

Number guarded by flagmen only 

Number where electric bells are used 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone 

Number built of iron 

Number built of wood 

Number combination 

Number of new bridges built during the year 

Cost of new bridges built during the year 

Tons of new steel rails laid during the year in Rhode Island 

Number of ties laid during the year in Rhode Island 

Number of new stations built during the year in Rhode Island . . . 

Number of passengers killed during the year in this State 

Number of passengers injured during the year in this State, (fell 

from train, 1 ; jumped from train, 1 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed 

Number or persons walking on or crossing the track injured. . . . 

Getting on and off moving trains, killed 

Getting on and off moving trains, injured 

Stealing rides, injured. 

Number of employees killed 

Number of employees injured 

Average number of persons employed in this State (estimated) . . 

Average rate of fare per mile, local tickets 

Average rate of fare per mile, commutation tickets 



59 
56 

None. 

179 

127 

17 

48 

62 

None. 

None. 

1,687 

108,876 

2 

None. 

2 
1 
1 

10 

5 

1 

2 

3 

6 

25 

2,000 

$.0199 

.0059 



State of Connecticut, 
County of New Haven, 



sc. 



We, the undersigned, Charles P. Clark, President, and H. M. Kochersperger, 
Comptroller, of the New York, New Haven and Hartford Railroad Company, 
on oath do severally say that the foregoing return has been prepared, under our 
direction, from the original books, papers, and records of said company ; that 
we have carefully examined the same, and declare the same to be a complete and 
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correct statement of the business and affairs of said company in respect to each 
and every matter and thing therein set forth, to the best of our knowledge, infor- 
mation and belief. 

CHARLES P. CLARK. 

Prendeni. 

H. M. KOCHER8PERGER, 

GomptroUer, 

Subscribed and sworn to before me, this 16th day of September, 1896, by 
H. M. Kochersperger. 

A. S. MAY, 

Notary Public. 

Subscribed and sworn to before me, this 16th day of September, 1896, by 
Charles P. Clark. 

A. W. MARTIN, 

Notary PuJbUe, 



The following is a list of stations on Stonington Division in Rhode Island, with 
distances from Providence. Flag stations designated by *. 

Stations. Miles. 

Providence 0.00 

Atwells avenue 1.19 

Olneyville 1.88 

Cranston street 2.76 

Elmwood 8.49 

Roger Williams Park* 4.40 

Auburn Junction 5.12 

South Auburn 5.88 

Norwood 6.62 

Lincoln Park 7.58 

Hills Grove 8 41 

Greenwood , 9.72 

Apponaug 10.60 

Cowesett 11.81 

Chepiwanoxet* 12.81 

East Greenwich. 1&40 

Potowomut 14.40. 
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Stations. Miles. 

Davisville 16.88 

Wickford Junction 19.40 

Slocums 22.98 

Kingston., 27.00 

Kenyons 31.37 

Shannock 32.01 

Carolina 34.60 

Wood River Junction 36.92 

Niantic 40.94 

Westerly 45.61 
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BETUEN OF PEOVIDENCE AND WOECESTEE EAIL- 

EOAD COMPANY. 

Incorporated, 1844. Leased to and operated by New York, 
Providence & Boston Railroad for 99 years. 



OFFICERS. 

Moses B. I. Goddard President Providence, R. I. 

Willliam A. Leete Treas. and Clerk 

DIRECTORS. 

Moses B. I. Goddard Providence, R. I. 

Joseph E. Davis Boston, Mass. 

Jonas G. Clark Worcester, Mass. 

John W. Danielson Providence, R. I. 

G. Marston Whitin Whitinsville, Mass. 

A. George Bullock Worcester, Mass. 

John Nicholas Brown Providence, R. I. 



Return for year ending June. §0, 1S96. 

Capital stock actually paid in (common) 13,500,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt , 1,500,000 00 

Floating debt None. 

Total gross debt 5,000,000 00 

Construction account 4,276,250 00 

Equipment account 828,887 40 

All other assets I(i8,037 50 

Total property and assets 5,213,174 90 

Receipts from all sources (rent of road and miscellaneous accounts) 447,574 12 

Total receipts 447,574 12 

Operating expenses (expenses of organization) 5,164 88 
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Interest paid within the year 90,000 00 

All other expenditures 300 00 

Total expenditures. 95,464 83 

Net earnings 352,109 29 

Rate and amount of dividend paid, 10 per cent ' 350,000 00 

Surplus after paying dividend 213,174 90 

Surplus at beginning of year 211,065 61 



State of Rhode Island, ) 

[ sc. 
County of Providence, ) 

We, the undersigned, Moses B. I. Goddard, President, and William A. Leete, 
Treasurer, of the Providence and Worcester Railroad Company, on our oath do 
severally say that the foregoing return has been prepared, under our direction, 
from the original books, papers, and records of said company ; that we have 
carefully examined the same, and declare the same to be a complete and correct 
statement of the business and affairs of said company in respect to each and 
every matter and thing therein set forth, to the best of our knowledge, informa- 
tion and belief. 

MOSES B. I. GODDARD, 

President. 

WILLIAM A. LEETE, 

Tre(i8urer. 

Subscribed and sworn to before me this 10th day of September, 1 896. 

WATER F. ANGELL, 

Notai'y Public. 



The following are the stations in Rhode Island, Worcester Division, N. Y., N. 
H. & Hartford R. R., with distances from Providence : 

Stations. Miles. 

Providence 

Charles street* 1 

Woodlawn 3.4 

Pawtucket 4.4 

Central Falls 4.8 

Valley Falls 6 
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Stations. HUefl 

Lonsdale 6.9 

Berkeley 8.7 

Ashton 9.3 

Albion ... 11 

Manville 12.5 

Hamlet* 15.50 

Woonsocket * » * 16.1 

Blackstone 18.80 
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EETURN OF PAWTUXET VALLEY RAILROAD 

COMPANT. 

Incorporated. July 11, 1872. Leased to and operated by New York, New 

Haven and Hartford Railroad Co., for 99 years, at a net 

rental of 7 per cent, on the capital stock. 



OFFICERS. 

Henry Howard President Providence, R. I. 

William H. Pope Treasurer and Clerk " 

DIRECTORS. 

Henry Howard Providence, R. I. 

Jonathan Chace " 

James H. Chace ** 

R. G. Howland ; Hope, R. I. 

Edward F. Child Providence, R. L 

William H. Pope 

F. H. Peckham, Jr 



<( 



(( 



Beturn for the year ending June SO, 1896. 

Capital stock actually paid in (common) $100,900 00 

Capital stock actually paid in (preferred). None. 

Funded debt 160,000 00 

Floating Debt None. 

Total gross debt 160,000 00 

Construction account 

Equipment account 

All other assets 880 63 

Total property and assets 261,780 63 

Receipts passenger department 

Receipts freight department 

Receipts from all other sources 
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Total receipts, rental of road 7,063 00 

Operating expenses 

Interest paid within the year by N. Y., N. H. & H. R. R. Co. . . . 10,600 00 

Taxes paid withing the year . 

Salaries and wages 

All other expcDdilures 

Total expenditures 185 60 

Net earnings 6,877 50 

Rate and amount of dividend paid 7 per cent. 

Surplus after paying dividend 880 63 

Surplus at beginning of year 1,066 13 

WILLIAM H. POPE, 

Treastirer. 



The Pawtuxet Valley R. R. extends from the village of Hope to Auburn, 
where it connects with Stonington Division. The following is a list of the sta- 
tions with distances from Providence : 

Stations. Miles. 

Providence 

Auburn 5. 12 

South Auburn 5.92 

Pocasset 6.82 

Sockanosset 7.42 

Howard 8.26 

Pontiac 9.81 

Natick 10.71 

Westcott 11.72 

River Point Junction* 12.57 

River Point 13 

Clyde 13. 03 

Phenix 13.69 

Harris 13.86 

Arkwright 14.37 

Jackson* 14.98 

Hope 15. 50 
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EETUEN OF OLD COLONY EAILEOAD COMPANY. 

Incorporated April 24, 1844. The Old Colony Railroad, with its leased lines* was 

leased to the N. Y., N. H. & H. R. R. Co., March 1, 1893, for 

96 years, and all business not found in accompanying 

return is included in returns of N. Y., 

N. H. & H. R. R. Co. 



OFFICERS. 

Charles F. Choate President Boston, Mass. 

Benjamin B. Torrey Treasurer •* 

Alfred H. Litchfield Clerk 

DIRECTORS. 

Charles F. Choate Boston, Mass. 

Thomas J. Borden Fall River, Mass. 

John S. Brayton .^ " 

Charles P. Clark New Haven, Conn. 

Thomas Dunn Newport, R, I. 

George A. Gardner Boston, Mass. 

James R. Kendrick ** 

Charles L. Lovering •* 

John J. Russell Plymouth, Mass. 

Joshua M. Sears Boston, Mass. 

Nathaniel Thayer 



(C 



Return for the year ending June SO, 1896. 

Capital stock actually paid in (common) $15,889,100 00 

Stock liability 8,525 00 

Capital stock actually paid in (preferred) None. 

Funded debt : 14,595,200 00 

Floating debt, 1,733.704 90 



16 REPORT OF RAILROAD COMMISSIONER. 

Total gross debt 32,226.529 90 

Construction account ' 26,731,900 71 

Equipment account 3,161,518 83 

All other assets 4,295.272 26 

Total property and assets 34,188,691 80 

Total receipts. 1,768,965 74 

Interest paid within the year 667,790 83 

All other expenditures (administration expenses) 13,437 91 

Total expenditures 681,228 74 

Netearnings 1,087,737 00 

Rate and amount of dividend paid (7 per cent.) 1,087,737 00 

Surplus after paying dividend 779,099 39 

Surplus at beginning of year 807,621 61 

Rolling stock account at beginning of year 3,161,518 83 

Rolling stock account at end of year 3,161,518 83 

Expended for maintenance of way 1,478,183 15 

How much of last amount charged to construction account 1,478,183 15 

Balance of construction account at beginning of year , 25,253,717 56 

Balance of construction account at end of year 26,731,900 71 

Total length of road in miles 495 20 

Miles of road in this State 18 32 

Miles of track in this State reckoned as single track 24 54 

Whole number of street or highway grade crossings in this State. . 7 

Number guarded by gates and flagmen 3 

Number guarded by flagmen only 2 

Number where electric bells are used None. 

Number of farm or private grade crossings 39 

Number of bridges in this State 22 

Number built of stone 4 

Number built of iron 4 

Number built of wood 14 

Number combination None, 



State of Massachusetts, 
County of Suffolk, 



sc. 



We, the undersigned, Charles F. Choate, President, and Benjamin B. Torrey, 
Treasurer, of the Old Colony Railroad Company, on oath do severally say that 
the foregoing return has been prepared, under our direction, from the original 
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books, papers, and records of said company ; that we have carefully examined 
the same, and declare the same to be a complete and correct statement of the 
business and affairs of said company in respect to each and every matter and 
thing therein set forth, to the best of our knowledge, information and belief. 

CHARLES F. CHOATE, 

Preddent. 

B. B. TORREY. 

Treasurer. 

Subscribed and sworn to before me, this 28th day of August, 1896. 

ALEXANDER TYLER, 

Justice of the Peace. 



The Providence Division, Old Colony Railroad extends from Providence to 
Boston. The following is a list of stations in Rhode Island, with distances from 
Providence : 

Stations. Miles. 

Providence 

Pawtucket 4| 

Central Falls 5^ 

Pleasant View 6 

The Plymouth and Taunton Division, Old Colony Railroad, extends from Bos- 
ton to Newport, R. I. At Fall River it connects with Fall River, Providence & 
Warren R. R. The following is a list of stations in Rhode Island, with distances 
from Fall River : 



« 



Stations. Miles. 

Fall River 

Tiverton . . 6 

Bristol Ferry 8 

Portsmouth 10 

Portsmouth Grove* 12 

Newport 19 



8 
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EETUEN OF BOSTON & PEOVIDENCE EAILKOAD 

COEPOEATION. 

Incorporated July 11, 1831. Operated by Old Colony Railroad Company 

under a lease for 99 years. 



OFFICERS. 



Royal C. Taft President Providence, R. I. 

Benjamin B. Torrey Treas. and Clerk, 206 Sears Building, Boston, Mass. 

DIRECTORS. 

Royal C. Taft- Providence, R. I. 

Robert H. Stevenson. ... Boston, Mass. 

Roger Walcott* 

John Lowell Chestnut Hill, Mass. 

Edward W. Hooper Cambridge, Mass. 

Charles P. Bowditch Boston, Mass. 

Robert I. Gammell Providence, R. I. 



Betum for the year ending June 30, 1896. 

Capital stock actually paid in (common) |4,000,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt 2,170,000 00 

Floating debt None. 

Total gross debt 2,170,000 00 

Construction account 5,046,088 30 

Equipment account 871,234 35 

All other assets , 319,703 -36 

Total property and assets (permanent investments) 6,237,026 01 

Receipts from lease of road 489,800 00 



^Resigned March 18, 1896. 
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Receipts from all other sources 400 00 

Total receipts 490,200 00 

Interest paid and accrued within the year 86,800 00 

All other expenditures (organization expenses) 2,631 40 

Total expenditures 89,481 40 

Net earnings 400,768 60 

Rate and amount of dividend paid, ten dollars per share 400,000 00 

Surplus for the year after paying dividend 768 60 

Surplus at beginning of year 79,808 04 



State op Massachusetts, 

[-SC. 

County of Suffolk, 

I, B. B. Torrey, Treasurer of the Boston and Providence Railroad Corpora- 
tion, on oath do say that the foregoing return has been prepared, under my 
direction, from the original books, papers, and records of said company ; that I 
have carefully examined the same, and declare the same to be a complete and 
correct statement of the business and affairs of said company in respect to each 
and every matter and thing therein set forth, to the best of my knowledge and 

belief. 

B. B. TORREY, 

TrecLSurer. 

Subscribed and sworn to before me this 21st day of September, 1896. 

ALEXANDER TYLER, 

Justice of the Peace, 
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RETUEN OF PROVIDENCE, WARREN & BRISTOL RAIL- 
ROAD COMPANY, 

Incorporated October, 1850.- Leased to Old Colony Railroad 
Company from July 1, 1891, for 96 years. 



OFFICERS. 

Charles F. Choate President Boston. Mass. 

Benjamin B. Torrey Treasurer '* 

George L. Greene Secretary Providence, R. I. 

DIRECTORS. 

Charles F. Choate Boston, Mass. 

Charles P. Clark New Haven, Conn. 

William Goddard Providence, R. I. 

James C. Church Bristol, R. I. 

Royal C. Taft Providence, R. I. 

James R. Kendrick Boston, Mass. 



Eeturn for year ending June SO, 1S96, 

Capital stock actually paid in (common) $287,300 00 

Capital stock actually paid in (preferred) 150,000 00 

Funded debt, notes payable 37,010 96 

Floating debt, dividends unpaid including div. due July 1, 1896. . 11.740 00 

Total gross debt 486,050 96 

Construction account 457,410 56 

Equipment account 40,000 00 

All other assets 12,218 70 

Total property and assets 509.629 32 



AttENDIX. 
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Receipts from rent of road 

Total receipts 

Interest paid within the year 

Total expenditures 

Net earnings 

Kate and amount of dividend paid, (5 per cent, on common, 5 per 

cent, on preferred) 

Surplus after paying dividend 

Surplus at beginning of year 

Rolling stock account at beginning of year 

Rolling stock account at end of year 

Balance of construction account at beginning of year 

Balance of construction account at end of year 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Number of regular stopping places in this State 

Number of flag stations 

Number of stopping places provided with station buildings 

Whole number of street or highway grade crossings in this State. 

Number guarded by gates and flagmen 

Number guarded by flagmen only 

Number where electric bells are used 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone. 

Number built of iron 



2d.a94 66 

23,894 66 

1,525 26 

1,525 26 

21,869 40 

21,871 00 

23,578 36 

25,277 16 

40,000 00 

40,000 00 

457,410 56 

457,410 56 

14 35 

14 35 

29 19 

6 

9 

8 

21 

18 

2 

None. 

34 

6 

None. 

6 



State op Massachusetts, 
County of Suffolk, 



sc. 



We, the undersigned, Charles F. Choate, President, and B. B. Torrey, Treas- 
urer, of the Providence, Warren and Bristol Railroad Company, on our oath do 
severally say that the foregoing return has been prepared, under our direction, 
from the original books, papers, and records of said company ; that we have 
carefully examined the same, and declare the same to be a complete and correct 
statement of the business and affairs of said company in respect to each and 
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every matter and thing therein set forth, to the best of our knowledge, informa- 
tion and belief. 

CHARLES F. CHOATE, 

President. 

B. B. TORREY, 

Treasurer, 

Subscribed and sworn to before me this 24th day of September, 1896. 

ALEXANDER TYLER. 

Justice of the Peace, 



The Providence, Warren and Bristol Railroad is in the Worcester Division of 
the Old Colony System, and extends from Providence to Bristol ; at Warren it 
connects with the Fall River, Warren and Providence Railroad, for Fall River, 
Mass. , and thence to Newport, R. I. The following is a list of the stations in 
Rhode Island, with distance from Providence. Flag stations designated by *. 

stations. Miles. 

Providence 

India Point 0.57 

East Providence* 1. 

Kettle Point* ... 2. 90 

Squantum* 3.15 

.Silver Spring* 3.31 

Hauterive* 3.40 

Pomham* 3.45 

Riverside 4.46 

Bullock's Point 5.16 

Crescent Park* 5.30 

Drownville 6.37 

Nayatt 7.26 

Barrington 8.65 

Hampden Meadows* 9.16 

Warren 10.34 

Bristol 14.44 

Cole's 13.21 

South Swansea 14.61 

Brayton Point* 15.59 

Brayton* 17.29 

Fall River, Mass 18.24 
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FALL EIVEE, WAEEEN & PEOVIDENCE EAILEOAD 

COMPANY. 

All the road and property of the Fall River, Warren and Providence Railroad 
Company was sold to the Old Colony Railroad Company, under foreclosure, in 
May, 1892, and became a part of the Old Colony System. 



NEW TOEK AND NEW ENGLAND EAILEOAD 

COMPANY. 



Return of figures taken from the books of the New York and New 

England Railroad Company an^ of the Receiver of the New 

York and New England Railroad Company for the 

months of July and August, 1895, 



Receipts passenger department $387,052 30 

Receipts freight department 653,568 54 

Receipts from all other sources 55,124 86 

Total receipts 1,095,740 70 

Operating expenses. 713,982 81 

Interest paid within the year 149,700 55 

Taxes paid within the year 41,000 00 

Salaries and wages (included in operating expenses) 

All other expenditures, rentals 83,385 60 

Total expenditures 988,068 96 

Net earnings : 107,671 74 

Total number of passengers carried during July and August, 1895 1,429 274 
Total number of tons merchandise carried during July and August, 

1895 621,024 
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EETUEN OF THE NEW ENGLAND EAILEOAD COM- 
PANY, SUCCE880E8 TO THE NEW TOEK AND 
NEW ENGLAND EAILEOAD COMPANY. 

Incorporated April 17, 1873. Reorganized August 26, 1895. 



OFFICERS. 

Charles P. Clark President New Haven, Conn. 

Wm. T. Hart Vice President 180 Summer St. , Boston, Mass. 

J. T. Odell 2d Vice Pres. and Gen. Man . . 

C. Peter Clark Assistant General Manager. . 

Jas. W. Perkins Secretary 

Geo. B. Phippen Treasurer 

W. H. Dudley Auditor .... 

F. E. Dewey General Superintendent. . . . 

F. E. Dewey Division Superintendent 

T. H. Fennell " East Hartford, Conn. 

C. C. Elwell *' Norwich, Conn. 

J. N. King " Providence, R. I. 



DIRECTORS. 

William T. Hart Boston, Mass. 

Francis L. Higginson 

N; W. Rice 

Charles L. Lovering 

Jesse Metcalf Providence, R. I. 

Gorham P. Pomroy " 

Frederick J. Kingsbury Waterbury, Conn. 

D. 8. Plume 

Claries P. Clark New Haven, Conn. 

Robert Bacon New York, N. Y. 

John W. Doane Chicago, 111. 



<( 



(i 
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Beturn for the ten months ending June SO, 1896, 

Capital stock actually paid in (common) 120,000,0' )0 00 

Capital stock actually paid in (preferred) 5.000,000 00 

Interest and rentals accrued 27,894 72 

Funded debt 5,005,000 00 

Credit Balances 282,856 10 

Floating Dfebt 61,869 08 

Total gross debt 80,377,619 90 

Construction account } ; 30,005.000 00 

Equipment account ) t/v/,vv/*#,vw w 

All other assets 379,945 95 

Total property and assets. 30,384,945 95 

Receipts passenger department. , 1,604,412 50 

Receipts freight department 3,126,527 02 

Receipts from all other sources 240,261 48 

Total receipts 4,871,201 00 

Operating expenses 3.564,533 30 

Interest paid within the year 858,934 02 

Taxes paid within the year . 170,000 00 

Salaries and wages (included in operating expenses) 

All other expenditures (rentals) 270,330 93 

Total expenditures 4,863.798 25 

Net earnings 7,402 75 

Rate and amount of dividend paid None. 

Surplus after paying dividend None. 

Surplus at beginning of year None. 

Expended during year for new rolling stock Nothing. 

Expended during year for repairs of rolling stock (included in 
operating expenses) 

Rolling stock account at beginning of year | ggp^arate^^^ 

Rolling stock account at end of year | ^p^raLly^^ 

Expended for maintenance of way 1524,937 89 

How much of last amount charged to construction account None. 

How much of same charged to expense account All. 

Balance of construction account at beginning of year None. 

Balance of construction account at end of year -j geJ^ratenr 

Total number of passengers carried during ten months 6,883,198 

Total number of tons merchandise carried during ten months . . . 2,761,019 
4 
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Number of locomotives 

Number of locomotives equipped with driver brakes 

Number of passenger train cars 

Number of passenger train cars equipped with power brakes . . 
Number of passenger train cars equipped with improved quick 

acting brakes 

Number of passenger train cars heated by direct steam 

Number of passenger train cars heated by steam heaters 

Number of passenger train cars heated by common stoves 

Number of freight cars 

Number of freight cars equipped with power brakes 

Number equipped with automatic couplers 

Total length of road in miles (operated) ... 

Miles of road in this State (operated) 

Miles of track in this State reckoned as single track (operated) . . . 

Number of regular stopping places in this State (operated) 

Number of flag stations (operated) 

Number of stopping places provided with station buildings 

(operated) 

Whole number of street or highway grade crossings in this State 

(operated) 

Number guarded by gates and flagmen (operated) 

Number guarded by flagmen only (operated) 

Number where electric bells are used 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone 

Number built of iron 

Number built of wood 

Number combination . , 

Number of new bridges built during the year (rebuilt) 

Cost of new bridges built during the year (rebuilt) 

Tons of new steel rails laid during the year in Rhode Island 

Number of ties laid during the year 

Number of new stations built during the year 

Number of passengers killed during the year in this State 

Number of passengers injured during the year in this State 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed 



208 
208 
273 
273 

273 
273 

None. 

None. 

4,612 

293 

293 

501.89 

70.67 

93.52 

37 

15 

48 

87 

14 

20 

5 

51 

None. 

11 

40 

None. 

2 

$11,107 54 

6 

26,816 

None. 

None. 

1 

None. 

None. 

3 
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Number or persons walking on or crossing the track injured 4 

Number of employees killed 8 

Number of employees injured 18 

Average number of persons employed in this State 298 

Average rate of fare per mile, local tickets cents, 1.896 

Average rate of fare per mile, commutation tickets cents, 1.862 



State op Massachusetts, 

}-8C. 

County op Suffolk, 

I, the undersigned, W. H. Dudley, Auditor of the New England Railroad 

Company, on oath do say that the foregoing return has been prepared, under 

my direction, from the original books, papers, and records of said company; 

that I have carefully examined the same, and declare the same to be a complete 

and correct statement of the business and affairs of said company in respect to 

each and every matter and thing therein set forth, to the best of my knowledge, 

information and belief. 

W. H. DUDLEY. 

Auditor, 

Subscribed and sworn to before me this 1st day of September, 1896. 

WALTER S. WILCOMBE, 

Justice of the Peace, 



The following is a list of stations on the Central Division of New England 
Railroad, with the distances from Providence. Flag stations designated by^*. 

Stations. Miles. 

Providence 

Olneyville Junction 1.9 

Arlington 2.6 

West Arlington* 3.6 

Cranston 4.0 

Knightsville 4.9 

Wayland Park* 6.7 

Oaklawn . * 7.2 
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Stations. Miles 

Pontiac 8.4 

Natick. . . . .• 9.0 

River Point 11.0 

Arctic , 11.6 

Centerville 12.1 

Quidnick 18.0 

Anthony 13.4 

Washington 14.4 

Coventry 18.1 

Summit 21.6 

Greene 24.1 
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EETUEN OF THE EHODE ISLAND <fe MASSACHUSETTS 

EAILEOAD COMPANY. 

Incorporated Judc 27, 1871. Leased to the New York and New England Rail- 
road Company for 99 years from October 1, 1887. No rolling stock. 
Now operated by the New England Railroad Co. 



OFFICERS. 



Jonathan Chace President Valley Falls, R. I. 

Arnold B. Chace Sec. and Treasurer 



< t 



DIRECTORS. 

Jonathan Chace Valley Falls. R. I. 

George L. Littlefield Pawtucket, R. I. 

Joseph G. Ray Franklin, Mass. 

E.K.Ray 

Hezekiah Conant Pawtucket, R. I< 

Chas. P. Clark New Haven, Conn. 

W. G. Roelker Providence, R. I. 

A. B. Chace .Valley Falls, R. I. 



Return for the year ending June SO, 1896, 

Capital stock actually paid in (common) $180,000 00 

Capital stock actually paid in (preferred) 

Funded debt 

Floating debt 3,300 00 

Total gross debt 183,300 00 

Construction account 145,019 89 

Equipment account 
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All other assets 

Discount on stock sold 

Total property and assets 

Receipts passenger department 

Receipts freight department 

Receipts from all other sources ... 

Total receipts. . . 

Operating expenses 

Interest paid within the year 

Taxes paid within the year 

Salaries and wages 

All other expenditures 

Total expenditures. 

Net earnings 

Rate and amount of dividend paid (5 per cent.) 

Surplus after paying dividend 

Surplus at beginning of year 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track — 

Number of regular stopping places in this State 

Number of flag stations 

Number of stopping places provided with station buildings 

Whole number of street or highway grade crossings in this State. 

Number guarded by gates and flagmen 

Number guarded by flagmen only 

Number where electric bells are used 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone • 

Number built of iron 

Number built of wood 

Number combination 

Number of new bridges built during the year 

Cost of new bridges built during the year 

Tons of new steel rails laid during the year 

Number of ties laid during the year 

N umber of new stations built dnring the year 



6,088 56 

38,107 70 

189,216 15 



10,008 16 
10,003 16 



100 00 

4 70 

104 70 

9,898 46 

9,000 00 

898 46 

5,017 69 

13.59 

7.07 

7.77 

4 
5 

8 
None. 

2 
None. 

2 

None. 
None. 
2 
None. 
None. 
None. 
None. 
4,808 
None. 
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State of Rhode Island, ) 

>BC. 

CotJNTY OF Providence, ) 

I, the undersigoed, Arnold B. Chace, Treasurer and Secretary of the Rhode 
Island and Massachusetts Railroad Company, on oath do say that the foregoing 
return has been prepared, under my direction, from the original books, papers, 
and records of said company ; that I have carefully examined the same, and de- 
clare the same to be a complete and correct statement of the business affairs of 
said company in respect to each and every matter and thing therein set forth, to 
the best of my knowledge, information and belief 

ARNOLD B. CHACE, 

Treasurer. 

Subscribed and sworn to before me, this 18th day of October, 1896. 

CHARLES F. WOOD, 

Notary Public. 



The Rhode Island and Massachusetts Railroad extends from Valley Falls, R. I., 
to Franklin, Mass. The following is a list of stations in Rhode Island with dis- 
tances from Valley Falls. Flag stations designated by *. 

Stations. Miles. 

Valley Falls 

Cumberland Mills* 3.8 

Abbott's Run* 4.6 

Arnold's Mills* 5.9 

Diamond Hill* 8.1 
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EETUEN OF THE PEOVIDUNCE & SPEINGFIELD EAIL- 

EOAD COMPANY. 

Organized September 1, 1871. Leased to and operated by New York & New 
England Railroad Company for 99 years from October 1, 1890. New lease 
to the New England Company tikes effect July 1, 1896, to run for 
93 years from that date. All business not found in the ac- 
companying return is included in returns of 
New England Railroad Co. 



OFFICERS. 

Wm. Tinkham President Providence, R. I. 

Wm. H. Pope Treas. and Clerk 

DIRECTORS. 

F. H. Peckham, Jr . ... Providence, R. I. 

Wm. Tinkham 

Wm. W. Douglas 

Stephen O. Melcalf 

Wm. H. Pope 

A. L. Sayles Pascoag, R. I. 

Chas. P. Clark New Haven, Conn. 

Walter A. Read Chepachet, R. I. 

Geo. W. Hobbs Uxbridge, Mass. 



t i 



(t 
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Return for t?ie year ending June SO, 1896. 

Capital stock actually paid in (common) $517,450 00 

Capital stock actually paid in (preferred) None. 

Funded debt 750,000 00 

Floating debt None. 

Total gross debt 1,267,450 00 
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Construction account.. \ 

p • • • I 



Equipment account, 

All other assets. ^ . . 

Total property and assets 

Receipts from all other sources (rental received from the New 
York and New England and the New England Railroad 
Companies) 

Total receipts 

Interest accrued within the year 

Total expenditures 

Net income 

Rate and amount of dividend paid (6 per cent.) 

Surplus after paying dividend 

Surplus at beginning of year 

Balance of construction account at beginning of year 

Balance of construction account at end of year 

Total length of road in miles 

Miles of road in this State 

Miles of track in this 6tate reckoned as single track 

Number of regular stopping places in this State 

Number of flag stations 

Number of stopping places provided with station buildings 

Whole number of street and highway grade crossings in this State 

Number guarded by gates and flagmen 

Number guarded by flagmen only 

Number where electric bells are used 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone 

Number built of iron 

Numl)er built of wood ; 

Number combiuation 

Number of new bridges built during the year , 

Cost of new bridges during the year 

Tons of new steel rails laid during the year 

Number of ties laid during the year 

Number of new stations built during the year 



1.267,450 00 

None. 
1.267,450 00 



68.547 00 

68.547 00 

87.500 00 

87.500 00 

81,047 00 

31,047 00 

None. 

None. 

1.267.450 00 

1,267,460 00 

27.78 

26.10 

?3.43 

11 

7 

16 

88 

2 

6 

1 

None. 

19 

None. 

4 

15 

None. 

None. 

None. 

None. 

7,443 

None. 



WILLIAM H. POPE, 

Treasurer. 
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The Providence and Springfield Railroad extends from Providence, R. I., to 
Douglas Junction, Mass. The following is a list of stations with distances from 
Providence. Flag stations designated by a * 

Stations. Miles. 

Providence , 

Olneyville .' 2.4 

Dyerville* 3.8 

Manton 4.3 

Lymansville* 4.9 

Allendale* 5.7 

Centredale 6.4 

Graystone* 6.9 

Enfield 7.9 

Georgiaville 8.8 

Stillwater 10.4 

Smithfield* 12.3 

Primrose* 14.4 

Field's Station* 15.9 

Tarkiln '. 16.9 

Oakland ... 19.7 

Harrisville 21.2 

Pascoag .. 22.8 

Douglas Junction, Mass .' 29.7 
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EETUEN OF WOONSOCKET & PASCOAG BAILKOAD 

COMPAl^T. 

Incorporated May 21, 1889. Woonsocket & Pascoag R. R. leased to New York 

& New England Railroad Co. for 99 years from March 1, 1891, at an 

annual rental of $15,000 per annum. All items not filled in this 

return are included in return of New England R. R. Co. 



OFFICERS. 

Edgar K. Ray President Franklin, Mass. 

Joseph G. Ray Treasurer ' * 

DIRECTORS. 

Edgar K. Ray Franklin, Mass. 

Joseph G. Ray " 

W. H. Sweat City Mills, Mass. 

G. H. Norman, Jr Boston, Mass. 

E. H. Rathbun Franklin, Mass. 

Geo. R. Winsor 

Francello G. Jillson Providence, R. I. 



Return for ike year ending June 30, 1896. 

Capital stock actually paid in (common) $200,000 00 

Capital stock actually paid in (preferred) 

Funded debt 100,000 00 

Floating debt 

Total gross debt 100,000 00 

Construction account 800,000 00 

Equipment account 

All other assets. 
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Total property and assets 

Receipts passenger department 

Receipts freight department 

Interest paid within the year 

Net earnings 

Rate and amount of dividend paid (5 per cent ) 

Surplus for the year after paying dividend 

Surplus at beginning of year 

Total length of road in miles 

Miles of road in this State . 

Miles of track in this State reckoned as single track 

Number of regular stopping places in this State 

Number of flag stations 

Number of stopping places provided with station buildings 

Whole number of street or highway grade crossings in this State, 

Number guarded by gates and flagmen 

Number guarded by flagmen only 

Number where electric bells are used 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone 

Number built of iron 

Number built of wood 

Number combination 

Number of new bridges built during the year 

Cost of new bridges built during the year 

Tons of new steel rails laid during the year 

Number of ties laid during the year , 



300.000 00 



5.000 00 
15,000 00 
10,000 00 



9.50 

9.50 

10.23 

4 

3 

6 

9 

None. 

1 

None. 

12 
None. 
None. 

12 
None. 
None. 
None. 
None. 
2,516 



State of Massachusetts, 
County of Norfolk, 



sc. 



We, the undersigned, Edgar K. Ray, President, and Joseph G. Ray, Treas- 
urer, of the Woonsocket and Pascoag Railroad Company, on our oath do 
severally say that the foregoing return has been prepared, under our direction, 
from the original books, papers, and records of said company ; that we have 
carefully examined the same, and declare the same to be a complete and correct 
statement of the business and affairs of said company in respect to each and 



every matter and thing therein set forth, to the best of our knowledge, informa- 
tion and belief. 

EDGAR K, RAY, 

President. 

JOSEPH G. RAY. 

Treasurer. 

Subscribed and sworn to before me this 2d day of November, 1896. 

WILLIAM A. WYCKOFF, 

Justice of the Peace, 



The Woonsocket & Pascoag Railroad extends from Woonsocket to Harrisville, 
where it connects with the Providence and Springfield Railroad. The following 
is a list of the stations in Rhode Island, with distances from Woonsocket. 
Flag stations designated by *. 

stations. Miles. 

Woonsocket 

Alice Avenue* 1. 13 

Union Village* 1.40 

Forestdale* 2. 68 

Slatersville 3.84 

Nasonville 5.71 

Glendale 6.95 

Oakland Centre* 8.16 

Whipples 8.77 

Harrisville 8.92 
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EETUEN OF NAEEAGANSETT PIEE EAILEOAD 

COMPANY. 

Organized April 12, 1875. 



OFFICERS. 



John N. Hazard President Peace Dale, R. I. 

R. G. Hazard Vice-President and Treas. '* 

Wm. T. Stedman Secretary 

Geo. T. Lanphear ... Superintendent " 

DIRECTORS. 

John N. Hazard Peace Dale, R. I. 

Benj. F. Robinson Wakefield, R. I. 

Geo. C. Robinson. ** 

R. G. Hazard Peace Dale, R. I. 

J.W.Miller New York City. 



Return for year ending June 30, 1896, 

Capital stock actually paid in (common) $183,800 00 

Capital stock actually paid in (preferred) None. 

Funded debt 95,400 00 

Floating debt None. 

Total gross debt 229,200 00 

Construction account 211 ,815 71 

Equipment account s 26,180 58 

All other assets 88,320 81 

Total property and assets 271 ,267 10 

Receipts passenger department 89,026 25 

Receipts freight department 18,949 48 
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Receipts from all other sources 

Total receipts 

Operating expenses 

Interest paid and accrued within the year 

Taxes paid within the year 

Salaries and wages 

All other expenditures 

Total expenditures 

Net earnings 

Rate and amount of dividend paid (6 per cent.) 

Surplus after paying dividend 

Surplus at beginning of year 

Expended during the year for rolling stock . . 

Expended during year for repairs of rolling stock 

Rolling stock account at beginning of year • •  • 

Rolling stock account at end of year 

Expended for maintenance of way 

How much of last amount charged to construction account 

How much of same charged to expense account 

Balance of construction account at beginning of year 

Balance of construction account at end of year 

Total number of passengers carried during year. 

Total number of tons merchandise carried during year 

Number of locomotives 

Number of locomotives equipped with driver brakes 

Number of passenger train cars \ 

Number of passenger train cars equipped with power brakes. . . 
Number of passenger train cars equipped with improved quick 

acting brakes 

Number of passenger train cars heated by direct steam 

Number of passenger train cars heated by steam heaters 

Number of passenger train cars heated by common stoves 

Number of freight cars 

Number of freight cars equipped with power brakes 

Number equipped with automatic couplers 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Number of regular stopping places in this State 

Number of flag stations, ....,.,, , , 



• T 



1,743 09 

59,718 77 

12,562 11 

6,078 00 

1,074 57 

20,205 64 

4,200 00 

44,720 32 

14.998 45 

8,028 00 

6,970 45 

24,000 00 

4,200 00 

4,782 78 

21,930 58 

26,130 58 

8,993 21 

None. 

All. 

211,815 71 

211,815 71 

160,052 

26,167 

2 

2 

6 

6 

6 

2 

3 

None. 

12 

None. 

None. 

8i 

8i 

8J 

4 

\ 
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Number of stopping places provided with station buildings 

Whole number of street or highway grade crossings in this State. 

Number guarded by gates and flagmen 

Number guarded by flagmen only 

Number where electric bells are used 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone 

Number built of iron 

Number built of wood. 

Number combination 

Number of new bridges built during the year 

Cost of new bridges built during the year 

Tons of new steel rails laid during the year 

Number of ties laid during the year 

Number of new stations built during the year . . 

Number of passengers killed during the year in this State. ... 

Number of passengers injured during the year in this State 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed. ... 

Number of persons walking on or crossing the track injured 

Number of employees killed 

Number of employees injured. 

Average number of persons employed in this State 

Average rate of fare per mile, local tickets 

Average rate of fare per mile, commutation tickets 



4 

14 
1 
2 
2 

15 
6 

None. 
5 
1 
None. 
None. 
None. 
None. 

8,441 
None. 
None. 
None. 
None. 
None. 
None. 
None. 
None. 
None. 
52 
6| cts. 

2ct8. 



State of Rhode Island, 
County of Washington, 



sc. 



We, the undersigned, George T. Lanphear, Superintendent, and W. T. Sted- 
man, Acting Treasurer, of the Narraganset Pier Railroad Company, on oath do 
severally say that the foregoing return has been prepared, under our direction, 
from the original books, papers, and records of said company ; that we have 
carefully examined the same, and declare the same to be a complete and cor- 
rect statement of the business and affairs of said company in respect to each 
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and every matter and thing therein set forth, to the best of our knowledge, in- 
formation and belief. 

GEORGE T. LANPHEAR, 

Superintendent, 

WILLIAM T. STEDMAN. 

Acting Treasurer, 

Subscribed and sworn to before me, this 24th day of October, 1896. 

FREDERICK A. BROWN. 

Notary Public, 



The Narragansett Pier Railroad extends from Narragansett Pier to Kingston, 
where it connects with the Stonington Division, New York, New Haven and 
Hartford Railroad. The following is a list of stations, with distances from King- 
ston Junction. Flag stations designated by *. 

Stations. Miles. 

Kingston — 

Gould's* 3.50 

Peace Dale •. 5. 

Wakefield 5.50 

Narragansett Pier 8.50 
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EETUEN OF NEWPOET & WICKFOED BAILEOAD AND 

STEAMBOAT COMPANY. 

OrgaDized October, 1869. 



OFFICERS. 

J. W. Miller President Pier 36. North River, N. Y. 

A. S. Sherman Secretary and Treasurer. ..Newport, R. I. 

DIRECTORS. 

J.W.Miller N. Y. City. 

J. N. A. Griswold Newport, R. I. 

George Peabody Wetmore ** 

Charles H. Russell N. Y. City. 

A. S. Sherman Newport, R. I. 



Eetum for tJie year ending June SO, 1896, 

Capital stock actually paid in (common) $100,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt 100,000 00 

Floating debt 18,863 82 

Total gross debt 218,363 32 

Construction account 118,018 70 

Equipment account 65,000 00 

All other assets 10,212 45 

Total property and assets 198,281 15 

Receipts passenger department ... 36,240 78 

Receipts freight department 2,614 45 

Receipts from all other sources 12,490 52 

Total receipts 51,245 75 

Operating expenses 17,991 87 

Interest paid within the year 6,000 00 
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Taxes paid within the year 799 71 

Salaries and wages 19,874 42 

All other expenditures 2,417 30 

Total expenditures 46,083 30 

Net earnings 5,162 45 

Rate and amount of dividend paid None. 

Surplus after paying dividend None. 

Surplus at beginning of year None. 

Expended during year for new rolling stock 

Expended during year for repairs of rolling stock 1,212 02 

Rolling stock account at beginning of year. 65,000 00 

Rolling stock account at end of year 65,000 00 

Expended for maintenance of way 1,205 48 

How much of last amount charged to construction account None. 

How much of same charged to expense account. 1,205 48 

Balance of construction account at beginning of year 118,018 70 

Balance of construction account at end of year 118,018 70 

Total number of passengers carried during year 78,050 

Total number of tons merchandise carried during year No acc't kept. 

Number of locomotives 1 

Number of locomotives equipped with driver brakes 1 

Number of passenger train cars 1 

Number of passenger train cars equipped with power brakes . . . 
Number of passenger train cars equipped with improved quick 

acting brakes 1 

Number of passenger train cars heated by direct steam 1 

Number of passenger train cars heated by steam heater None. 

Number of passenger train cars heated by common stoves None. 

Number of freight cars 

Number of freight cais equipped with power brakes 

Number equipped with automatic couplers 

Total length of road in miles 3 4-10 

Miles of road in this State 3 4-10 

Miles of track in this State reckoned as single track 4 

Number of regular stopping places in this State. ... 5 

Number of flag stations 3 

Number of stopping places provided with station buildings . 5 

Whole number of street or highway grade crossings in this State. 5 

Number guarded by gates and flagmen 

Number guarded by flagmen only. 8 
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Number where electric bells are used 1 

Number of farm or private grade crossings 5 

Number of bridges in this State ^ . 3 

Number built of stone 3 

Number built of iron None. 

Number built of wood None. 

Number combination None. 

Number of new bridges built during the year. 

Cost of new bridges built during the year 

Tons of new steel rails laid during the year 

Number of ties laid during the year 1,260 

Number of new stations built during the year 

Number of passengers killed during the year in this State None. 

Number of passengers injured during the year in this State. . . . None. 

Number of persons killed at grade crossings None. 

Number of persons injured at grade crossings None. 

Number of persons walking on or crossing the track killed None. 

Number of persons walking on or crossing the track injured None. 

Number of employees killed » None. 

Number of employees injured. None. 

Average number of persons employed in this State 28 

Average rate of fare per mile, local tickets About 4 cts. 

Average rate of fare per mile, commutation tickets About 2^ cts. 



State of Rhode Island, 

}-sc. 
County of Newport, 

1, the undersigned, Anthony S. Sherman, Treasurer of the Newport and Wick- 
ford Railroad and Steamboat Company, on oath do say that the foregoing return 
has been prepared, under my direction, from the original books, papers, and 
records of said company ; that I have carefully examined the same, and declare 
the same to be a complete and correct statement of the business and affairs of 
said company in respect to each and every matter and thing therein set forth, 

to the best of my knowledge and belief. 

A. S. SHERMAN, 

Treasurer. 

Subscribed and sworn to before me this 4th day of September, 1806. 

WILLIAM BUDICK. 

Notary FMie^ 
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The Newport and Wickford Railroad and Steamboat Company extends from 
Newport to Wickford by steamboat, thence to Wickford Junction by railroad, 
where it connects with Stonington Division, New York, New Haven and Hart- 
ford Railroad. The following is a list of stations, with distances from Newport. 

Stations. Miles. 

Newport 

Wickford Landing 12. 

Wickford 13. 

Belleville ! 14. 

Wickford Junction 15.5 
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EETUEN OF WOOD EIVEE BEANCH EAILEOAD 

COMPANY. 

Organized July 8, 1872. 



OFFICERS. 



Amos G. Nichols President Hope Valley, R. I. 

George H. Olney Treasurer and Secretary. . 

Leander M. Barber Superintendent 



(( 



li 



DIRBCTORS. 

Amos G. Nichols Hope Valley, R. I. 

Edward Barber ** 

George H. Olney *' 

John L. Kenyon Wyoming. R. I. 

William F. Joslin Providence, R. I. 

Jeremiah B. Gardiner ** 

Benjamin P. Langworthy Hope Valley, R. 1. 

* 

Benjamin Kenyon Rockville, R. I. 

John J. Greene . . Hope Valley, R. I. 



Return for the year ending June SO, 1896, 

» 

Capital stock actually paid in (common) $60,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt 56,500 00 

Floating debt 18,166 68 

Total gross debt 184.666 68 

Construction account 111,925 29 

Equipment account 16,740 51 

All other assets 6,000 88 

Total property and assets 184,666 68 
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Receipts passenger department 8,915 34 

Receipts freight department 8,333 23 

Receipts from all other sources 863 16 

Total receipts. 13,111 73 

Operating expenses 4,074 07 

Interest paid within the year 3,349 06 

Taxes paid within the year 358 25 

Salaries and wages 5,037 33 

All other expenditures None. 

Total expenditures 12,818 71 

Net earnings .* 293 02 

Rate and amount of dividend paid . 

Surplus after paying dividend 16,781 

Surplus at beginning of year 16,488 37 

Expended during year for new rolling stock 3,185 91 

Expended during year for repairs of rolling stock 901 76 

Rolling stock account at beginning of year 13,554 60 

Rolling stock account at end of year 16,740 51 

Expended for maintenance of way 2,790 59 

How much of last amount charged to construction account None. 

How much of same charged to expense account 2,790 59 

Balance of construction account at beginning of year 111,925 29 

Balance of construction account at end of year 111,925 29 

Total number of passengers carried during the year. 19,432 

Total number of tons merchandise carried during the year 9,303 

Number of locomotives ^ 3 

Number of locomotives equipped with driver brakes 1 

Number of passenger train cars 8 

Number of passenger train cars equipped with power brakes ... 3 
Number of passenger train cars equipped with improved quick 

acting brakes None. 

Number of passenger train cars heated by direct steam None. 

Number of passenger train cars heated by hot water 2 

Number of passenger train cars heated by common stoves None. 

Number of freight cars None. 

Number of freight cars equipped with power brakes None. 

Number equipped with automatic couplers None. 

Total length of road in miles 5.70 

Miles of road in this State 5.70 

Miles of track in this State reckoned as single track 6 875 



48 REPORT OF RAILROAD COMMISSIONlrfl. 

Number of regular stopping places in this State 3 

Number of flag stations 2 

Number of stopping places provided with station buildings 4 

Whole number of street or highway grade crossings in this State. . 4 

Number guarded by gates and flagmen None. 

Number guarded by flagmen only None. 

Number where electric bells are used , None. 

Number of farm or private grade crossings. . . . , 14 

Number of bridges in this State 2 

Number built of stone None. 

Number built of iron None. 

Number built of wood 2 

Number combination None. 

Number of new bridges built during the year None. 

Cost of new bridges built during the year None. 

Tons of new steel rails laid during the year. None. 

Number of ties laid during the year 

Number of new stations built during the year None. 

Number of passengers killed during the year in this State None. 

Number of passengers injured during the. year in this Stale. . . . . None. 

Number of persons killed at -grade crossings None. 

Number of persons injured at grade crossings , . ... None. 

Number of persons walking on or crossing the track killed None. 

Number or persons walking on or crossing the track injured None. 

Number of employees killed None. 

Number of employees injured None. 

Average number of persons employed in this State 12 

Average rate of fare per mile, local tickets. . , $.043 

Average rate of fare per mile, commutation tickets .0175 



State of Rhode Island, 

}- 8C. 

County of Washington, 

We, the undersigned, Amos G. Nichols, President, George H. Olney, Treas- 
urer of the Wood River Branch Railroad Company, on oath do severally say 
that the foregoing return has been prepared, under our direction, from the 
original books, papers, and records of said company ; that we have carefully ex- 
amined the same, and declare the same to be a complete and correct statement 
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of the business and affairs of said company in respect to each and every matter 
and thing therein set forth, to the best of our knowledge, information and belief. 

AMOS G. NICHOLS, 

Preitident. 
GEORGE H. OLNEY, 

TreoMirer. 

Subscribed and sworn to before me, this 15th day of September, 1896. 

CHAS. N. RICHMOND, 

Notary Public, 



The Wood River Branch extends from Wood River Junction on the Stonington 
Division, New York, New Haven and Hartford Railroad, to Hope Valley. The 
following is a list of stations, with distances from Wood River Junction. Flag 
stations designated by *. 

Stations. Miles. 

Wood River Junction 

Woodville 2.50 

Canonchet* 8.70 

Hope Valley 5.70 



50 REPORT OF RAILROAD COMMISSIONER, 



EETUEN OF MOSHASSUCK VALLEY EAILEOAD 

COMPANY. 

Organized June 11, 1874. 



OFFICEKB. 



It 



it 



Hon. F. C. Sayles President Pawtucket, R. I. 

F. A. Sayles Treasurer 

0. O. Read Secretary 

G. M. Clarke . . Superintendent Saylesville, R. I. 

DIBECTORS. 

Hon. F. C. Sayles Pawtucket, R. I. 

F. A. Sayles 

F. C. Sayles, Jr 

C. 0. Read 

M. K. Washburn 



it 



4* 



t< 



Return for the year ending June 30 , 1896, 

Capital stock actually paid in (common) $50,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt None. 

Floating debt None. 

Total gross debt 50,000 00 

Construction account 80,062 19 

Equipment account 8,100 00 

All other assets 17,677 89 

Total property and assets 105,870 08 

Receipts passenger department. 864 32 

Receipts freight department 26,774 16 
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Keceipts from all other sources 4 .... < 

Total receipts 

Operating expenses 

Interest paid within the year 

Taxes paid within the year 

Salaries and wages 

All other expenditures 

Total expenditures 

Net earnings 

Rate and amount of dividend paid . 

Surplus after paying dividend 

SurpKis at beginning of year 

Expended during the year for new rolling stock 

Expended during the year for repairs of rolling stock 

Rolling stock account at beginning of year 

Rolling stock account at end of year 

Expended for maintenance of way 

How much of last amount charged to construction account 

How much of same charged to expense account 

Balance of construction account at beginning of year 

Balance of construction account at end of year 

Total number of passengers carried during year 

Total number of tons merchandise carried during year 

Number of locomotives 

Number of locomotives equipped with driver brakes 

Number of passenger train cars ... 

Number of passenger train cars equipped with power brakes 

Number of passenger train cars equipped with improved quick 

acting brakes 

Number of passenger train cars heated by direct steam 

Number of passenger train cars heated by steam heaters 

Number of passenger train cars heated by common stoves 

Number of freight cars 

Number of freight cars equipped with power brakes 

Number equippped with automatic couplers 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Number of regular stopping places in this State . . 

Number of flag stations 



884 68 

28,523 16 

13,186 69 

None. 

869 45 

14,892 68 

None. 

28,448 82 

74 84 

None. 

55,870 08 

55,795 74 

None. 

1,364 71 

8,100 00 

8,100 00 

2,861 58 

None. 

All. 

80,092 19 

80,092 19 

24,244 

 88,717 

2 

2 

2 

2 

None. 
1 

None 

None. 
4 

None. 

None. 
2 
2 
2 
4 
2 
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Number of stopping places provided with station buildings 

Whole number of street or highway grade crossings in this State. 

Number guarded by gates and flagmen 

Number guarded by flagmen only 

Number where electric bells are used , 

Number of farm or private grade crossings 

Number of bridges in this State 

Number built of stone 

Number built of iron 

Number built of wood 

Number combination 

Number of new bridges built during the year 

Cost of new bridges built during the year 

Tons of new steel rails laid during the year 

Number of ties laid during the year ; 

N umber of new stations built during the year 

Number of passengers killed during the year in this State 

Number of passengers injured during the year in this State 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed 

Number of persons walking on or crossing the track injured. . . . 

Number of employees killed .... 

Number of employees injured 

Average number of persons employed in this State 

Average rate of fare per mile, local tickets 

Average rate of fare per mile, commutation tickets 



1 

2 
None. 

2 
None. 
None. 

1 
None. 
None. 

1 

None. 

'None. 

None. 

5^ 

689 

None. 

None. 

None. 

None. 

None. 

None. 

1 
None. 

3 

20 

2^ cts. 

1 8-10 cts. 



State of Rhode Island, 
County op Providbncb 



''I 

>-sc. 



We, the undersigned, George M. Clarke, Superintendent, and F. A Sayles, 
Treasurer, of the Moshassuck Valley Railroad Company, on oath do severally 
say that the foregoing return has been prepared, under our direction, from the 
original books, papers, and records of said company ; that we have carefully 
examined the same, and declare the same to be a complete and correct state- 
ment of the business and affairs of said company in respect to each and every 
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matter and thing therein set forth, to the best of our knowledge, information 
and belief. 

GEORGE M. CLARKE, 

Superin iendent. 

F. A. 8AYLES, 

Treasurer. 

Subscribed and sworn to before me this 5th day of October, 1896. 

CHARLES O. READ, 

Notary Public, 



The Moshassuck Valley Railroad extends from Woodlawn station, on the 
Providence Division, New York, New Haven and Hartford Railroad, to Sayles- 
ville, R. I. The stations, with distances from Woodlawn, are as follows : 

Stations. Miles. 

Mineral Spring Avenue 25 

Lock Bridge 75 

Bagley Street 1.75 

Saylesvile 2. 
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RETURNS 



OP 



STREET RAILROAD COMPANIES 



For the Year Ending June 30, 1896. 



RETURN OF UNION RAILROAD COMPANY. 



Organized February 2, 1865. 



OFFICERS. 



( < 



I i 



Nelson W. Aldrich President Providence, R. I. 

Chas. H. Perkins. Vice President. . . 

A. T. Potter General Manager 

C. A. Babcock Treasurer 

H. V. A. Joslin, Secretary 

DIRECTORS. 

Nelson W. Aldrich Providence, R. I. 

Benjamin A. Jackson. 

Chas. H. Perkins i 

Gk>rham P. Pomroy 

Geo. W. R. Matteson . . 

4rtl^ur H. Watson , , . , ...,,..,. t ? •  • 

§ 
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Return for iht year ending June 30^ 1896. 

Capital stock actually paid in (common) |8,700.000 00 

Capital stock actually paid in (preferred) 

Funded debt 26,000 00 

Floating Debt 111,108 25 

Total gross debt 138,108 25 

Construction account..^ 7,186,358 36 

Equipment account. .. j 

All other assets 1,649,749 89 

Total property and assets 8,886,108 25 

Receipts passenger department 1,563,872 77 

Receipts from all other sources 1,030 00 

Total receipts 1,564,902 77 

Operating expenses 339,055 52 

Interest paid within the year 

Taxes paid within the year. 49,882 02 

Salaries and wages 549,887 43 

All other expenditures , 

Total expenditures 988,824 97 

Net earnings 626,077 80 

Rate and amount of dividend paid 

Surplus after paying dividend 

Surplus at beginning of year 1,259,952 33 

Expended during the year for new rolling stock 67,327 50 

Expended during year for repairs of rolling stock 79,174 69 

Rolling stock account at beginning of year 863,892 08 

Rolling stock account at end of year 931,219 58 

Expended for maintenance of way 176,350 60 

How much of last amount charged to construction account None. 

How much of same charged to expense account. All. 

Balance of construction account at beginning of year 

Balance of construction account at end of year 

Total number of passengers carried during year 31,457,970 

Number of horses. 

Number of Motor cars 347 

Number of other cars 102 

Number of cars heated by electric heaters 189 

Total length of road in miles. 77.975 

Miles of road in this State, . , , 77.976 
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Miles of track in this State reckoned as single track 101.197 

Tons of new steel rails laid during the year . . 

Number of ties laid during the year 

Number of passengers killed during the year in this State 

Number of passengers injured during the year in this State 6 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed 4 

Number of persons walking on or crossing the track injured. ... 11 

Number of employees killed 

Nummber of employees injured , 

Average number of persons employed in this State 925 

Rate of fare 5 cts. 



State oe Rhode Island, 

J-sc. 
County op Providence, 

We, the undersigned, Nelson W. Aldrich, President, and C. A. Babcock, 
Treasurer, of the Union Railroad Company, on oath do severally say that the 
foregoing return has been prepared, under our direction, from the original 
books, papers, and records of said company ; that we have carefully examined 
the same, and declare the same to be a complete and correct statement of the 
business and affairs of said company in respect to each and every matter and 
thing therein set forth, to the best of our knowledge, information and belief. 

NELSON W. ALDRICH, 

President, 
C. A. BABCOCK, 

Treamrer. 

Subscribed and sworn to before me this 15th day of October, 1896. 

GEO. B. MERCHANT, 

Notary Public, 
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EETUEN OF PAWTUCKET STREET RAILWAY COMPANY. 



Organized July 18, 1885. 



OFFICERS. 

Nelson W. Aldrich President Providence, R. I. 

Lyman B. Qoff Vice President Pawtucket, R. I. 

A. T. Potter General Manager Providence, R. I. 

C. A. Babcock Treasurer ** 

H. V. A. Joslin Secretary ** 

Charles F. Luther Superintendent Pawtucket, R. L 

DIRECTORS. 

Nelson W. Aldrich Providence, R. I. 

Lyman B.Goff Pawtucket, R. L 

Darius L.Goff 

A. T. Potter Providence, R. I. 

Chas. H. Perkins. *' 

Eben N. Littlefield Pawtucket, R. I. 



Return for year ending June SO^ 1896, 

Capital stock actually paid in (common) ^ . . |500,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt 

Floating debt 58,345 53 

Total gross debt 58,345 53 

Construction account. . ) 582.7»4 83 

Equipment account ) 

All other assets 45,001 75 

Total property and assets 577,796 58 

Receipts passenger department 128,080 45 

Receipts from all other sources 
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I'otal receipts 

Operating expenses 

Interest paid within the year . . . 

Taxes paid within the year 

Salaries and wages 

All other expenditures 

Total expenditures 

Net earnings 

Rate and amount of dividend paid 

Surplus 

Surplus at beginning of year 

Expended during year for new rolling stock 

Expended during year for repairs of rolling stock 

Rolling stock account at beginning of year 

Rolling stock account at end of year 

Expended for maintenance of way 

How much of last amount charged to construction account 

How much of same charged to expense account 

Balance of construction account at beginning of year 

Balance of construction account at end of year. 

Total number of passengers carried during year 

Number of horses 

Number of Motor cars 

Number of other cars 

Number of cars heated by electric heaters. 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Tons of new steel rails laid during the year 

Number of ties laid during the year 

Number of passengers killed during the year 

Number of passengers injured during the year 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings. 

Number of persons walking on or crossing the track killed 

Number of persons walking on or crossing the track injured 

Number of employees killed 

Number of employees injured 

Average number of persons employed in this State 

Rate of fare. - 



128,080 45 
38,777 68 

2,800 98 
57,016 68 

98,101 29 
29,929 16 

19,451 05 

15,692 92 

14,988 34 
105,625 90 
121,818 82 

10,466 08 

None. 

All. 

802,042 99 

389,876 64 

2,567,724 

46 

.6 

28 

17.537 

17.537 

19.378 



95 

5 cts. 
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State of Rhode Island, 
County op Providence 



'•I 



We, the undersigned, Nelson W. Aldrich, President, and C. A. Babcoek, 
Treasurer of the Pawtucket Street Railway Company, on oath do severally say 
that the foregoing return has been prepared, under our direction, from the 
original books, papers, and records of said company ; that we have carefully ex- 
amined the same, and declare the same to be a complete and correct statement 
of the business and affairs of said company in respect to each and every matter 
and thing therein set forth, to the best of our knowledge, information and belief. 

NELSON W. ALDRICH, 

President, 

C. A. BABCOCK, 

Treasurer. 

Subscribed and sworn to before me, this 15th day of October, 1896. 

GEO. B. MERCHANT, 

Notary Public. 



APPENDIX. 68 



RETUEN OF WOONSOCKET STREET RAILWAY 

COMPANY. 

Organized June 4, 1886. 



OFFICBB8. 

Edgar E. Ray President and Gen. Manager. .Woonsocket, R. I. 

Walter Whittlesey Treasurer Chelsea, Mass. 

Willard Kent Secretary Woonsocket, R. I. 

Herbert M. Young Superintendent ** 

DIRBCT0B8. 

Thomas Martin Chelsea, Mass. 

Walter Whittlesey 

Henry L. Whittlesey Boston, Mass. 

Charles H. Wilson 

Edgar K. Ray Woonsocket, R. I. 

Willard Kent 

Edward H. Rathbun Franklin, Mass. 



WW " . r"T f u - >' m w 



Beturn far the year ending June 30, 1896, 

Capital stock actually paid in (common) $140,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt 200,000 00 

Floating debt 57,962 55 

Total gross debt 897,962 55 

Construction account 808,529 97 

Equipment account. 64,780 19 

All other assets. 7,871 20 

Total property and assets 865,681 86 

Receipts passenger department 42,157 70 

Receipts froni i^ll ot}ier sources, 
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Total receipts 

Operating expenses (including salaries and wages) 

Interest paid within the year 

Taxes paid within the year 

Salaries and wages 

All other expenditures 

Total expenditures 

Net loss 

Hate and amount of dividend paid 

Surplus after paying dividend 

Surplus at beginning of year 

Expended during year for new rolling stock 

Expended during year for repairs of rolling stock 

Rolling stock account at beginning of year 

Rolling stock account at end of year 

Expended for maintenance of way. 

How much of last amount charged to construction account. . . 

How much of same charged to expense account 

Balance of construction account at beginning of year 

Balance of construction account at end of year . . . . 

Total number of passengers carried during year 

Number of horses 

Number of Motor cars 

Number of other cars 

Number of cars heated by electric heaters 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Tons of new steel rails laid during the year ... 

Number of ties laid during the year 

Number of passengers killed during the year in this State 

Number of passengers injured during the year in this State. . 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed. . . 
Number of persons walking on or crossing the track injured. 

Number of employees killed 

Number of employees injured 

Average number of persons employed in this State 

^verage fare ....»...,..,, 



42,157 70 

35,892 48 

9,983 52 

770 00 

125 00 

46,720 95 

4.563 25 

None. 

None. 

None. 

12,500 00 

2,771 08 



2,267 84 

None. 

2,267 84 

200,768 30 

303,529 97 

843,154 

10 

13 

11 

12.79 
11.20 



» • T 



1 

None. 
None. 
None. 
None. 
None. 
None. 
None. 
35 
5cts, 
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State op Rhode Island, ) 

>8C. 

County op Providence, j 

We, the undersigned, Edgar K. Ray, President, and Walter Whittlesey, 
Treasurer, of the Woonsocket Street Railway Company, on oath do severally 
say that the foregoing return has been prepared, under our direction, from the 
original books, papers, and records of said company ; that we have carefully 
examined the same, and declare the same to be a complete and correct state- 
ment of the business and affairs of said company in respect to each and every 
matter and thing therein set forth, to the best of our knowledge and belief. 

EDGAR K. RAY, 

PreHdent. 

WALTER WHITTLESEY. 

Treasurer. 

Subscribed and sworn to before me this 29th day of September, 1896. 

GEO. R. SMITH. 

Notary Public, 



9 



66 REPORT OF RAILROAD COMMISSIONER, 



EETUEN OF NEWPOET STEEET EAILWAY COMPANY. 

Organized July 80, 1888. 



OFFICERS. 



A. C. Titus * President and Gen. Manager Newport, R. I. 

Francis Burdick Secretary and Treasurer *' 

R. P. Lee Assistant Manager *' 

DIRECTORS. 

A. C. Titus Newport, R. I. 

T. T. Pitman 

A. S. Sherman 

Angus McLeod 

D. Baker ^ . 

G. B. Reynolds 

Geo. R. Chase Middletown, R. I. 



Eeturnfor the year ending June SO, 1896, 

Capital stock actually paid in (common) $77,000 00 

Capital stock actually paid in (preferred) 30,000 00 

Funded debt 50,000 00 

Floating debt 8.588 87 

Total gross debt 58,588 37 

Construction account . . \ 

Equipment account. . . . i 

All other assets .' 14,986 81 

Total property and assets 160,568 29 

Receipts passenger department 39,519 40 

Receipts from all other sources 910 11 

Total receipts , 40,429 51 



145,576 48 
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Operating expenses 

Interest paid within the year 

Taxes paid within the year 

Salaries and wages 

All other expenditures 

Total expenditures 

Net earnings 

Rate and amount of dividend paid (7 per cent, on preferred stock, 

5 per cent, on common stock) 

Surplus after paying dividend 

Surplus at beginning of year 

Expended during year for new rolling stock 

Expended during year for repairs of rolling stock 

Rolling stock account at beginning of year 

Rolling stock account at end of year 

Expended for maintenance of way 

How much of last amount charged to construction account 

How much of same charged to expense account 

Balance of construction account at beginning of year 

Balance of construction account at end of year 

Total number of passengers carried during the year 

Number of horses 

Number of Motor cars 

Number of other cars 

Number of cars heated by electric heaters. 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Tons of new steel rails laid during the year 

Number of ties laid during the year 

Number of passengers killed during the year in this State 

Number of passengers injured during the year in this State 

Number of persons killed at grade crossings, t 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed 

Number or persons walking on or crossing the track injured 

Number of employees killed 

Number of employees injured 

Average number of persons employed in this State 

Rate of fare 



15,491 67 

3,082 78 

913 50 

18,490 77 

267 14 

83,245 81 

7,183 70 

5,950 00 
1,233 70 

None. 

None. 
2,843 28 

None. 

None. 
1,584 53 

None. 
All. 

None. 

None. 
813,852 

9 

6 

4 

4 17 

4.17 

4.17 

None. 

None. 

None. 

None. 

None. 

None. 

None. 

None. 

None. 

None. 

20 

5 cts. 
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Statb of Rhode Island, 
County of Newport 



iND, ) 

. r 



We, the undersigned. A. C. Titus, President, and Francis Burdick, Treasurer, 
of the Newport Street Railway Company, on oath do severally say that the 
foregoing return has been prepared, under our direction, from the original 
books, papers, and records of said company ; that we have carefully examined 
the same, and declare the same to be a complete and correct statement of the 
business and affairs of said company in respect to each and every matter and 
thing therein set forth, to the best of our knowledge, information and belief. 

A. C. TITUS, 

President. 

FRANCIS BURDICK, 

Treasurer, 

Subscribed and sworn to before me this 3l8t day of September, 1896. 

ANTHONY S. SHERMAN, 

notary Public, 



APl>tNDIX. 



^d 



EETUEN OF EEOVIDENCE CABLE TEAMWAT 

COMPANY. 

Organized July 24, 1884. Leased to the Union Railroad Company 

January 1, 1895. 



OFFICEBS. 

Nelson W. Aldrich President Providence, R. I. 

A. T. Potter General Manager 

C. A. Babcock Treasurer . . 

H. V. A. Joslin Secretary 



(i 



(( 



DIRECTORS. 

Nelson W. Aldrich Providence, R. I. 

B. A. Jackson 

Chas. H. Perkins 

Gorham P. Pomroy 

Geo. W. R. Matteson 

Arthur H. Watson 



Return for the year ending June SO, 1896. 



Capital stock actually paid in (common). 
Capital stock actually paid in (preferred). 

Funded debt 

Floating Debt 

Total gross debt 

Construction account. . \ 

Equipment account. . . j * 

All other assets 

Total property and assets 



1300,000 00 
None. 

300 00 
300 00 

298,106 28 

123,069 93 
421,176 21 
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Receipts passenger department 

Receipts from all other sources 

Total receipts 

Operating expenses 

Interest paid within the year 

Taxes paid within the year : 

Salaries and wages. 

All other expenditures 

Total expenditures 

Net earnings 

Rate and amount of dividend paid 

Surplus 130,876 21 

Surplus at beginning of year 120,876 21 

Expended during the year for new rolling stock 

Expended during year for repairs of rolling stock. 

Rolling stock account at beginning of year 80,419 11 

Rolling stock account at end of year 80,419 11 

Expended for maintenance of way 

How much of last amount charged to construction account 

How much of same charged to expense account 

Balance of construction account at beginning of year 179,230 71 

Balance of construction account at end of year 179,230 71 

Total number of passengers carried during year 

Number of Motor cars . . 32 

Number of other cars.. 28 

Number of cars heated by electric heaters 12 

Total length of road in miles 8. 105 

Miles of road in this State. .... 8.105 

Miles of track in this State reckoned as single track 3.428 



State op Rhode Island, 

}-sc. 
County op Providence, 

• 

We, the undersigned, Nelson W. Aldrich, President, and C. A. Babcock, 

Treasurer, of the Providence Cable Tramway Company, on oath do severally 

say that the foregoing return has been prepared, under our direction, from the 

original books, papers, and records of said company ; that we have carefully 
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examined the same, and declare the same to be a complete and correct state- 
ment of the business and affairs of said company in respect to each and every 
matter and thing therein set forth, to the best of our knowledge, information 
and belief. 

NELSOJ^ W. ALDRICH, 

President. 

C. A. BABCOCK, 

Trecisurer, 
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EETUEN OF INTERSTATE CONSOLIDATED STEEET 

EAILWAY COMPANY. 

Organized April 20, 1895. 



OFFICERS. 



Marsden J. Perry President Providence, R. I. 

Edward R. Price Treasurer No. Attleborough, Mass. 

George R. Cook Superintendent. . . .Attleborough, Mass. 

DIRECTORS. 

Marsden J. Perry Providence, R. I. 

Henry R. Barker " 

Edward R. Price No. Attleborough, Mass. 

jtienry j? , jjarro w s . .■.-■•• •«• •« ••...««•.•«•.«• 

Clarence L. Watson Attleborough, Mass. 

Lyman B. Goff Pawtucket, R. I. 



Beiurn for the year ending June SO, 1896, 

Capital stock actually paid in (common) $300,000 00 

Capital stock actually paid in (preferred) 

Funded debt 50,000 00 

Floating debt 83,103 70 

Total gross debt 433,103 70 

Construction account 307,055 69 

Equipment account. 114,713 02 

All other assets 38,323 09 

Total property and assets 460,091 80 

Receipts passenger department — 116,203 45 

J^pceipts from all other sources. ^,777 6^ 
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Total receipts 

Operating expenses 

Interest paid within the year 

Taxes paid within the year 

Salaries and wages . . 

All other expenditures 

Total expenditures 

Net earnings 

Rate and amount of dividend paid (8 per cent, on $100, 000) 

Surplus after paying dividend 

Surplus at beginning of year 

Expended during year for new rolling stock 

Expended during year for repairs of rolling stock 

Rolling stock account at beginning of year . . 

Rolling stock account at end of year. 

Expended for maintenance of way 

How much of last amount charged to construction account 

How much of same charged to expense account 

Balance of construction account at beginning of year 

Balance of construction account at end of year. ... 

Total number of passengers carried during year 

Number of horses 

Number of Motor cars 

Number of other cars, including 5 snow plows 

Number of cars heated by electric heaters. 

Total length of road in miles 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Tons of new steel rails laid during the year 

Number of ties laid during the year 

Number of passengers killed during the year 

Number of passengers injured during the year 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed 

Number of persons walking on or crossing the track injured . . . 

Number of employees killed 

Number of employees injured 

Average number of persons employed in this State 

Average rate of fare per mile 

10 



118,981 14 

45,748 85 

8,938 83 

450 25 

45.482 87 

85,620 80 

83,860 34 

8,000 00 

25,360 34 

42,853 94 
8,198 10 

114,713 02 

51.129 99 

44,028 12 

7,101 87 

307,055 69 

2,830,939 

2 

54 

11 

17 

28.99 

4.41 

4.63 



None. 
1.04 cts. 
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State op Rhode Island, ) 

[•sc. 
County of Providence, ) 

We, the undersigned, Marsden J. Perry, President, and Edward R. Price, 
Treasurer, of the Interstate Consolidated Street Railway Company, on oath do 
severally say that the foregoing return has been prepared, under our direction, 
from the original books, papers, and records of said company; that we have 
carefully examined the same, and declare the same to be a complete and correct 
statement of the business and affairs of said company in respect to each and 
every matter and thing therein set forth, to the best of our knowledge, informa- 
tion and belief. 

MARSDEN J. PERRY, 

Prmdent. 

EDWARD R. PRICE, 

Treasurer. 

State of Massachusetts, ) 

[•ss. 
County of Bristol, ) 

At North Attleborough, in said County and State, on this 29th day of 
August, A. D. 1896, personally appeared the above named Edward R. Price, 
Treasurer, and made solemn oath to the truth of the foregoing statement, by 
him subscribed before me. 

JOSEPH E. POND, 

Notary Public. 
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EETUEN OF PAWCATUCK VALLEY STREET RATLWAT 

COMPANY. 

Organized May 25, 1898. 



OFFICERS. 



William Hoxsey President Westerly, R. I. 

Samuel H. Cross Tress, and Secretary ** 

E. P. Shaw, Jr General Manager Norwich, Conn. 

John A. Wilcox Superintendent Westerly, R. I. 

DIRECTORS. 

Nathan F. Dixon. .. Westerly, R. L 

Charles Perrin v *' 

Samuel H. Cross ** 

William Hoxsey * ** 

Solomon Lucas Norwich, Conn. 

E. P. Shaw, Jr 

A. S. Patton Leominster, Mass. 



Return for year ending June 30, 1896, 

Capital stock actually paid in (common) 175,000 00 

Capital stock actually paid in (preferred) None. 

Funded debt 100,000 00 

Floating debt 6,300 00 

Total gross debt 180.300 00 

Construction account 125,714 17 

Equipment account 17,413 92 

All other assets 41,314 88 

Total property and assets 184,442 97 

Receipts passenger department 17,708 30 

Receipts from all other sources 677 91 
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Total receipts 18,386 21 

Operating expenses 4,450 22 

Interest paid within the year 5,226 09 

Taxes paid within the year 573 66 

Salaries and wages 5,825 58 

All other expenditures 

Total expenditures 15,575 50 

Net earnings - 2.810 71 

Rate and amount of dividend paid 

Surplus 4,142 97 

Surplus at beginning of year 1,832 26 

Expended during year for new rolling stock 177 80 

Expended during year for repairs of rolling stock 285 82 

Rolling stock account at beginning of year. 16,686 23 

Rolling stock account at end of year 16,864 08 

Expended for maintenance of way. 351 19 

How much of last amount charged to construction account 50 51 

How much of same charged to expense account 300 68 

Balance of construction account at beginning of year ... 125,663 66 

Balance of construction account at end of year 125,714 17 

Total number of passengers carried during year 362,147 

Number of horses None. 

Number of Motor cars 7 

Number of other cars None. 

Number of cars heated by electric heaters None. 

Total length of road in miles 6 

Miles of road in this State. 6 

Miles of track in this State reckoned as single track 6 

Tons of new steel rails laid during the year None. 

Number of ties laid during the year 50 

Number of passengers killed during the year in this State None. 

Number of passengers injured during the year in this State None. 

Number of persons killed at grade crossings None. 

Number of persons injured at grade crossings None. 

Number of persons walking on or crossing the track killed None. 

Number of persons walking on or crossing the track injured None. 

Number of employees killed None. 

Number of employees injured None, 

Average number of persons employed in this State 15 

Average rate of fare per mile ^ , .0106 



State of Rhode Island, ) 

[■sc. 
Couin:Y OF Washington, ) 

We, the undersigned, William Hoxsey, President, and Samuel H. Cross, 
Treasurer of the Pawcatuck Valley Street Railway Company, on oath do 
severally say that the foregoing return has been prepared, under our direction, 
from the original books, papers, and records of said company ; that we have 
carefully examined the same, and declare the same to be a complete and correct 
statement of the business and affairs of said company in respect to each and 
every matter and thing therein set forth, to the best of our knowledge, in- 
formation and belief. 

WILLIAM HOXSEY, 

Prmdent 

SAMUEL H. CROSS, 

Treasurer. 

Subscribed and sworn to before me, this 18th day of August, 1896. 

EDWARD M. BURKE, 

Nota/ry Public. 
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EETUEN OF PAWTUXET VALLEY ELECTRIC STEEET 

RAILWAY COMPANY. 

Organized July 23, 1893. 



OFPICKRS. 



Nelson W. Aldrich President. Providence, R. I. 

Henry L. Greene Vice President River Point, R. I. 

C. A. Babcock Treasurer Providence, R. I. 

H. V. A. Joslin Secretary ** 

DIRECTORS. 

Nelson W. Aldrich Providence, R. I. 

Henry L. Greene. River Point, R. I. 

Chas. H. Perkins Providence, R. I. 

Marsden J. Perry. ...» ** 

Gorham P. Pomroy ** 

Arthur H. Watson " 



Return for the year ending June SO y 1896. 

Capital stock actually paid in (common) $400,000 00 

Capital stock actually paid in (preferred) 

Fundeddebt 47,200 00 

Floating debt 98,964 87 

Total gross debt 141,164 87 

Construction account. .) ^«. . . . «^ 

^ . \ ... 97,144 30 

Equipment account.. . . ) 

All other assets 449,804 59 

Total property and assets 546,448 89 

Receipts passenger department. 27,850 50 

Receipts from all other sources. ... 
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Total receipts. 

Operating expenses 

Interest paid within the year 

Taxes paid within the year 

Salaries and wages 

All other expenditures 

Total expenditures 

Net earnings. / 

Rate and amount of dividend paid 

Surplus 

Surplus at beginning of year 

Expended during year for new rolling stock 

Expended during year for repairs of rolling stock 

Rolling stock account at beginning of year 

Rolling stock account at end of year 

Expended for maintenance of way 

How much of last amount charged to construction account 

How much of same charged to expense account 

Balance of construction account at beginning of year 

Balance of construction account at end of year 

Total number of passengers carried during year 

Number of horses 

Number of Motor cars, 

Number of other cars, ... 

Number of cars heated by electric heaters 

Total length of road in miles. 

Miles of road in this State 

Miles of track in this State reckoned as single track 

Tons of new steel rails laid during the year 

Number of ties laid during the year 

Number of passengers killed during the year in this State . 

Number of passengers injured during the year in this State. . . . 

Number of persons killed at grade crossings 

Number of persons injured at grade crossings 

Number of persons walking on or crossing the track killed. . . . 
Number of persons walking on or crossing the track injured. . . 

Number of employees killed. 

Number of employees injured 

Average number of persons employed in this State 

Rate of fare 



27,850 50 

11,669 93 

2.380 00 

257 93 

10.124 92 

24,432 78 
3,417 72 

5,284 02 

1,86« 30 

1,512 65 

1,949 92 

14,257 24 

16.769 89 

1,573 12 

None. 

All. 

74,166 23 

74,557 83 

557,010 

9 
2 
4 

7.058 
7.058 
7.248 



None. 

1 
None. 
None. 
None.. 

4 

None. 

None. 

25 

5 cts. 
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State of Rhodb Islakd, ) 

[ 8C. 

County op Pkovidence, ) 

We, the undersigned, Nelson W. Aldrich, President, and C. A. Babcock, 
Treasurer of the Pawtuxet Valley Electric Street Railway Company, on oath do 
severally say that the foregoing return has been prepared, under our direction, 
from the original books, papers, and records of said company ; that we have 
carefully examined the same, and declare the same to be a complete and correct 
statement of the business and affairs of said company in respect to each and 
every matter and thing therein set forth, to the best of our knowledge, infor- 
malrion and belief. 

NELSON W. ALDRICH, 

President. 

C. A. BABCOCK, 

Treasurer. 

Subscribed and sworn to before me this 15th day of October, 1896. 

GEO. B. MERCHANT, 

Notary Public, 
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NEW LEGISLATION. 



The following laws in relation to Railroad Corporations have 
been adopted by the General Assembly since the publication of 
the General Laws : 

CHAPTER 345. 

AN ACT IN AMENDMENT OF AND IN ADDITION TO CHAPTER 187 
OP THE GENERAL LAWS, ENTITLED ** OF RAILROAD COR- 
PORATIONS." 

[Passed May 14, 1896.] 

It is enacted by the OenercU Assembly as follows: 

Section 1. Section 9 of Chapter 187 of the General Laws, ** Of railroad cor- 
porations," is amended to read as follows : 

'' Sec. 9. Every passenger upon a railroad within the limits of this state shall 
have the privilege of taking with him upon any train, on which he is a pas- 
senger, personal baggage not exceeding eighty pounds in weight, without any 
charge on the part of the railroads company transporting the same, except the 
railroad fare of such passenger ; and bicycles are hereby declared to be, and are 
decreed to be, baggage, within the meaning of this section, and shall be by such 
railroad companies transported as baggage, subject to the same liabilities : 
Provided, however, that no railroad company shall be required to transport more 
than one bicycle for a single person, and no such passenger shall be required to 
crate, cover or otherwise protect any such bicycle." 

Sec. 3. This act shall take effect from and after its passage. 
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CHAPTER 400. 

AN ACT IN ADDITION TO CHAPTER 187 OF THE GENERAL LAWS, 
ENTITLED " OF RAILROAD CORPORATIONS." 

[Passed May 28, 1896.] 

It is enacted by the General Aseemblp as follows: 

Section 1. Railroad corporations which are subject to the provisions of 
Chapter 187 of the General Laws, whose roads are now operated by power 
other than electricity, may operate or contract for the operation of their railroads 
with electric power, in such manner and with such changes in their roadbed or 
tracks as they may find best adapted thereto. 

Sec. 2. Railroad corporations and street railroad companies may contract that 
either shall perform transportation of persons and properly upon and over the 
whole or any part of the road of the other, so far as the other has then the right 
by law to perform such transportation, and may contract with each other for the 
lease, use, or sale of their respective roads, or any part thereof, upon such terms 
as the directors may agree, and as may be approved by a majority of the stock- 
holders of both corporations present and voting at meetings called for that pur- 
pose, and the corporation operating any portion of any railroad under any such 
contract or sale shall have, in addition to its own powers, privileges and fran- 
chises, all the powers, privileges and franchises of the other party thereto in re- 
spect to such road, and be subject to and perform all the public duties and ob- 
ligations of the other party in respect thereto. 

Sec. 3. The facilities for travel and business on either of the roads qf any 
corporations acting under the provisions of this act shall not be diminished by 
the terms or conditions of any agreement hereunder, and copies of all contracts 
made under the provisions of this act shall be filed with the railroad commis- 
sioner, within thirty days after execution thereof, who shall set forth a full state 
ment thereof in his next annual report. 

Sec. 4. All acts and parts of acts inconsistent herewith are hereby repealed, 
and this act shall take effect immediately from and after its passage. 
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CHAPTER 432. 

AN ACT IN RELATION TO BLOWING LOCOMOTIVE SIGNAL 
WHISTLES WITHIN THE LIMITS OF THE CITY OF WOON- 
SOCKET. 

[Passed October 2, 189e.] 

It is enacted by tfie Oeneral Assembly as follows: 

Section 1. The Providence and Worcester Railroad Company and its lessees, 
the New York, New Haven and Hartford Railroad Company, are hereby for- 
bidden to blow, or cause to be blown, or permit any of its employees to blow, 
any locomotive signal whistles along its tracks, between the Hamlet station and 
the crossing over the Blackstone river next northerly thereof, except in cases of 
emergency and apparent danger to life and property. 

Sec. 2. This act shall take effect upon its passage. 



CHAPTER 373. 

AN ACT TO PROVIDE A SYSTEM OF FREE TRANSFERS IN THE 
CITY OF PROVIDENCE, AND FOR OTHER PURPOSES. AND IN 
ADDITION TO AN ACT ENTITLED "AN ACT CONCERNING 
THE UNION RAILROAD COMPANY," PASSED AT THE JANUARY 
SESSION, A. D. 1892. 

[Passed May 7, 1896.] 

It is erMCted by the General Assembly as follows : 

 

Section 1. The Union Railroad Company shall at the times and subject to 
the conditions and whenever furnished, the locations as hereinafter set forth, es- 
tablish in the city of Providence a suitable central transfer station near the center 
of its system at or near Weybosset Bridge, and such other minor transfer station 
or stations at other points in the streets, highways or other public places of said 
city as may be necessary to carry out the purposes of this act, and as may be 
agreed upon from time to time between said Union Railroad Company and the 
city of Providence. The location of such central transfer station shall be in 
some suitable place to be agreed upon between the city of Providence and said 
Union Railroad Company and furnished by said city as herein provided. 

Upon the completion of said central transfer station the said Railroad Com- 
pany shall thereafter and until the first day of July, A. D. 1912, run cars through 
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the same at frequent intervals, of not exceeding twenty minutes in any case, 
between the hours of six A. M. and twelve P. M., over all routes as now or here- 
after established and operated by it that do not extend beyond the present limits 
of said city, and cars running to said limits over all other routes, and shall allow 
any passenger within such central station one free transfer from any of such cars 
to any other of such cars moving in any direction. The purpose of this pro- 
vision being to allow a passenger to go by means of such one free transfer from 
any one point within the present limits of the city of Providence, reached by 
any of the tracks owned or used by said Union Railroad Company, to any other 
one point reached by said tracks within said limits, upon the payment of a single 
fare of five cents : Provide, Jiowever, that the provisions hereof in regard to 
frequency of service shall not apply in case of delays or interruption of travel 
arising from unusual circumstances or causes beyond the control of the company. 

The Union Railroad Company shall allow passengers who have not already 
been once transferred one free transfer within any such minor station that may 
be erected, to and from such cars as do not run beyond the present city limits, as 
shall pass by or through such station. Said Union Railroad Company is hereby 
authorized to build, maintain and use such transfer station or stations in such 
location or locations in the streets, highways or public places of said city, or over 
the waters therein, as may be agreed upon in accordance with the provisions of 
this section between it and the said city. 

The Union Railroad Company and the Providence Cable Tramway Company 
whose lines are operated by it, are and shall be relieved and discharged for a 
period of five years after the system of free transfers herein provided for shall 
be established and go into effect within the central transfer station herein pro- 
vided for, from all obligation to pave or repave from time to time any part of 
the streets, highways or public places in the city of Providence in which any 
tracks owned or operated by said Union Railroad Company or said Providence 
Cable Tramway Company are or may be located during said term : Provided, 
Jumever, that the above exemption from the obligation to pave and repave shall 
not be held to relieve said railroad companies from the duty to replace in good 
order any portion of the roadway or pavement of any street that has been re- 
moved or displaced by said company for the purpose of laying new tntcks or for 
the renewal or repair of those now or hereafter laid in any street, highway or 
public place in said city. 

The Union Railroad Company shall erect the central station and establish the 
system of free transfers therein herein provided for within six months (weather 
permitting) after the city of Providence shall furnish it, free of all rentals and 
charges, a suitable location for such central station and shall grant permission to 
said railroad company to lay such additional tracks in such manner and in such 
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streets or other places as shall be necessary to make proper and convenient con- 
nections with said station ; and it shall from time to time erect such other minor 
stations and establish said system of free transfers therein within a reasonable 
time, not exceeding three months after the city of Providence shall from time to 
time have agreed with said Union Railroad Company upon the locations thereof, 
and shall have furnished it such locations as hereinbefore provided, free of rentals 
and charges : Provided^ that the furnishing of the location for the central or 
other station by the city of Providence shall not be construed to vest any title 
in fee in said railroad company or prevent an agreement for thg payment of a 
nominal annual consideration by the railroad company to the city. 

Similar transfer stations may be established and erected for the purpose of pro- 
viding a similar system of free transfers of passengers within the limits of any 
city or town other than the city of Providence whenever from time to time any 
such city or town and street railway company operating lines therein shall agree 
upon the location, erection, terms, conditions and use of such station and system. 

Sec. 2. That hereafter and until the first day of June, A. D. 1912, the fare to 
be charged and collected by the Union Railroad Company is hereby fixed at five 
cents for a continuous, uninterrupted ride for one person on any car on any of 
the street railway routes owned or operated by it as now 6r hereafter established 
by it within the present limits of each or any city or town in which said railroad 
company is or may be authorized to transport passengers. The payment of the 
fare herein mentioned shall entitle the passenger to one free transfer within any 
transfer station established under section one of this act in accordance with the 
provisions thereof : Provided, that nothing in this act shall be construed to au- 
thorize the said Union Railroad Company to increase the rate of fare now charged 
by said company, on any of the routes as now established or operated by it, or to 
release the said company, from any obligation it may have incurred by, or to 
allow it to increase the rates of fare fixed in, the several contracts heretofore 
entered into between said Union Railroad Company and any town under the pro- 
visions of Chapter 975 of the Public Laws. 

Sec. 3. Until July 1, A. D. 1912, this act, and so much of the act to which it 
is in addition as is not modified hereby, shall be and remain without change in 
full force and effect between the State of Rhode Island and said Union Railroad 
Company ; and the provisions of general statute law relating to the amendment 
or repeal of acts of incorporation at the will of the General Assembly, shall not 
apply thereto. All acts and parts of acts inconsistent with the provisions of this 
act are hereby repealed, and this act shall take effect immediately from and after 
its passage, whenever said Union Railroad Company shall accept in writing the 
terms and provisions thereof, and shall file its acceptance in the oflice of the 
secretary of state. 

12 



CONVENTION OF RAILROAD COMMISSIONERS. 



The following paper was presented at the Convention of Rail- 
road Commissioners, at Washington, D. C, on the 19th of May. 
1896, by A. B. Stickney, President of the Chicago Great Western 
Railway Company, which is worthy of perusal by all interested in 
the Railroad problems of the day. 

WHAT ARE RAILWAY CORPORATIONS?— WHAT ARE RAILWAY 
RATES?— WHAT ARE THE LIMITATIONS TO THE STATE'S CON- 
TROL OF RATES ? 

The problem which has eogaged the attention of the American people as much 
as any other during the last twenty years is presented by the question, Has the 
Government the right to control the rates charged by railway companies ; and if 
so, what limitations are there to the authority of the Government in this respect ? 

The authority of the Government depends upon the nature of railway corpora- 
tions and upon the essential characteristics of the revenue they collect. 

When the controversy commenced, a quarter of a century ago, it was the con- 
tention on the part of the companies that railway corporations were private cor- 
porations, engaged in the private occupation of the "common cai'rier," and that the 
amount of compensation which they should receive for their services should be 
fixed by contract, expressed or implied, without interference from the Govern- 
ment. 

Granting the premises of their contention, the American people were in no 
condition to deny their conclusion ; for if there is any economic principle which 
is universally admitted by this people it is that prices of all articles of com- 
merce, including services (at least in their domestic commerce) must be fixed by 
the natural laws of untrammeled trade ; that is to say, by free competition in 
the open market. 

Early in the controversy, however, the advocates of governmental control dis- 
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piited the private corporation theory, and after years of discussion the highest 
courts have decided that railway companies are not private, but quasi public 
corporations, and in this view the best thought of the country seems to coincide. 

The distinction between a public and a quasi public corporation is obscure in 
the public mind. A quasi public corporation is a new identity. 

Before the advent of railway corporations there were only two classes — private 
and public corporations. 

A private corporation was an association composed of individuals created for 
the purpose of conducting some business which in its nature could be conducted 
by an individual ; or, in other words, for the purpose of exercising an individual 
function, such as trading, manufactunng, or the carrying of goods for hire, 
either on the free highways of the seas or of the land, as the case might be. * 

The title to the property of the private corporation vested in the corporation, 
and the members of the corporation were stockholders ; in effect, owners of un- 
divided portions of the common property. 

A public corporation was a corporation organized for the purpose of exercis- 
ing limited governmental functions. A county, a city, and a township in 
America, are illustrations of public corporations. 

The property within the jurisdiction of a public corporation was owned in 
severalty by the members, over which the corporation had a limited authority to 
encumber with debt, to levy and collect taxes, and to exercise other govern- 
mental functions. 

The principal difference, therefore, between a private and a public corporation 
relates to the functions they were organized to perform and the ownership of the 
property. 

When the controversy oyer the rights of the Government to exercise control 
of railway rates arose, it became important to investigate the essential qualities 
of railway corporations. 

Then it was discovered that a new class of corporations had come into exist- 
ence, which had no name in the law dictionaries. It was found that railway 
corporations were technically neither public nor private, but possessed points of 
resemblance to both. In respect to form and the property they owned they 
resembled private corporations, but in respect to both the purposes for which 
they were organized and the functions they were authorized to perform they 
were public corporations. So, for want of a better name, the courts called them 
quasi public corporations. The Latin word "quasi" is placed before English 
words to express resemblance. Hence a quasi public corporation means a corpor- 
ation resembling a public corporation, or which is partly a public corporation. 

The public characteristic of the railway corporation predominates, because 
the prime purpose of the organization is to perform a public or governmental 



A1>PEND1X. 93 

function. It may be said that the particular governmental function which rail- 
way companies perform is of the first importance, lying at the foundations of 
the whole fabric of civil government. Indeed, it is not putting it too strongly 
to say it is necessarily coincident with the foundation of civilization, for the 
foundation of civilization is private ownership in land. The parting of the way 
between that nomadic condition which preceded and the civilization which fol- 
lowed began with private ownership of land. The first man who fenced in his 
quarter section of the earth's surface and put up notices that he claimed to own 
it and that he proposed to build on it a home for himself and his posterity and 
to defend the possession against all outsiders was the great forefather of civili- 
zation. 

With the private ownership of the land came the necessity of highways. The 
two are inseparable ; at least the first cannot exist without the latter. 

The individual ownership of land is not a natural right, in the sense that any 
man can trace the title of the land which he possesses back to a deed from the 
Creator, or in the sense that he is entitled to its possession because he made it. 

Therefore it seems that the highest natural title to the land is vested in all the 
people in equal, undivided portions. But the same conditions which made 
governments necessary made it necessary that a limited individual ownership of 
land should be recognized, and in process of time the logic of civilization vested 
the paramount title of all the land in the sovereign or government, as the repre- 
sentative of all the people, the government in turn granting the right of posses- 
sion of limited areas to the individual ; but upon conditions. 

One of these conditions is that the sovereign or government, but no one else, 
may again take possession by due process of law, and upon payment of a just 
compensation of the whole or any part for a public use. The most important of 
the public uses for which land may be thus taken is for the purpose of public 
highways. 

But there is no authority in the government, or in anyone else, to take, by pro- 
cess of law or otherwise, private land for a private road or for any private use. 
The prerogative of sovereignty to take private property for a public use without 
the consent of the owner is delegated to railway corporations, and without such 
authority it would be impracticable to build railways. This fact alone would 
seem to be conclusive evidence of the public character of railway corporations 
and that railways are public highways, created for the public use, and therefore 
should be open to the use of every citizen upon equal terms and conditions. 

The fact that the power and duty of providing highways is exclusively and 
inalienably vested in the sovereign or government is the foundation fact, the 
fundamental principle, on which turns the right and duty of the Government to 
control railway rates ; hence all legislative enactments intended to exercise con- 
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trol of rated should be based upon this fundamental fact, and be built up con- 
sistently with the rights and duties of the Gk)vernment in exercising an exclusive 
power and prerogative. 

There is another fundamental principle which should be taken note of at the 
same time, viz., that while a government can delegate the use of sovereign 
power to an agent, it cannot irrevocably alienate or part with a single sovereign 
power. Therefore all such powers exercised by an agent are subject at all times 
to the supervision and control of the sovereign or government. 

Before proceeding further, as the whole argument turns upon these funda- 
mental principles, it is proper to repeat that the right to provide all kinds of 
highways, including the ordinary country road, the city streets, and the rail- 
roads, is a function and prerogative vested exclusively in the sovereign or 
government ; that while the use of such function and prerogative may be dele- 
gated to an agent, they can not be alienated, nor can the sovereign divest him- 
self of the duty to exercise proper control over his agents in the exercise of such 
delegated functions and prerogatives. 

The first question of the subject has been answered. Tersely stated, a rail- 
way corporation is a corporation created for the purpose of exercising a function 
and prerogative of the sovereign, under his license or as his agent, and subject 
to his control. 

WHAT ARE RAILWAY RATES ? 

The second question, What are railway rates? will next be considered. 

A great deal of confusion upon the nature of railway rates has crept into the 
minds of legislators, judges, and the common people by the similarity between 
the services performed by railway companies and the services performed by 
*' common carriers," and from this similarity of services railway companies have 
come to be regarded as " common carriers," and railway rates have come to be 
regarded as of the same nature as charges made by ** common carriers," i. e., as 
a quantum meruit for the specific services performed. 

Issue is taken with both of these conclusions. A railway corporation is not a 
** common carrier" in the technical sense in which the words are known to the 
common law. Neither are the rates collected by railway corporations in the 
nature of a quantum meruit, or payments for specific services. 

This proposition is not put forth as the settled law, for in the decisions of 
courts railway corporations are often called "common carriers." But in sound 
reasoning there is a broad distinction between the modern railway corporation 
and the common law ** common carrier," and between the nature of railway 
rates and a quantum meruit. 

In this connection it may be stated that a failure to observe the distinction will 
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lead the courts into a corner from which they will be unable to extricate them- 
selves until they back out and give due regard to the distinction. 

The legislatures have enacted that all rates shall be reasonable and just ; and 
if the courts shall hold that this language means that each rate shall be a 
quantum meruit for each specific service performed, it will become necessary for 
the courts to determine the value of each particular service on the basis of cost, 
which is impossible. There are so many ever-varying known and unknown 
factors which would necessarily enter into such a computation that all the rail-? 
way experts, all the astute mathematicians, all the lawyers, all the politicians, 
and all the "grangers," can not produce satisfactory evidence as to the reason- 
ableness of any specific rate based on the cost of carriage. 

It is safe to defy them all, individually and collectively, to give any good 
reason, based on cost, why a ton of coal should be hauled a certain distance for 
f 3, while |15 is charged for the same service in reference to a ton of dry goods. 

The cost of carrying dry goods may be considered more on account of the 
greater bulk and value, but the difference is not equal to the disparity of rates. 
The mysteries of a reasonable rate, in the popular meaning of the words, 
passeth all understanding. 

And there is no way out of the corner except to recognize the distinction 
which exists between railway corporations and the common carrier, and the 
broad distinction which exists between the essential characteristics of railway 
rates and a quantum meruit. 

Having stated these propositions thus broadly, it is proper to examine the sub- 
ject more minutely and see what basis they have to rest upon. 

In the first place, the common carrier of the common law is an individual, or 
a private corporation, transporting goods on the common highways, either on the 
land or sea, over which he has no control or exclusive right. He possesses and 
exercises none of the functions of the sovereign, and consquently has none of the 
duties of the sovereign to perform. His obligations, whatever they may be, rest 
upon his contract with his customers, expressed or implied. He can go in and 
out of the business whenever he chooses. In short, he is an individual, a sub- 
ject, exercising ordinary individual or private functions, in the same manner 
and governed by the same laws which apply to other private individuals. His 
rates are usually fixed in advance by express contract, and when perchance he 
does some service without expressly bargaining as to his compensation, the law 
says to him, as it says to every other individual in the absence of contract, You 
must accept what your services are reasonably worth. This is the whole extent 
of the much- vaunted "reasonable compensation" which the common carrier is 
bound to accept. 

On the other hand, railway corporations are public corporations, exercising 
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the sovereign function and prerogative of taking private property for a public 
use, building, controlling, and operating, to the exclusion of all others, public 
highways. One is performing an individual function ; the other a sovereign 
function. Each individual function performed may have a quantum meruit ; 
but each sovereign function, never. The individual may trade, and even 
jockey ; the sovereign, never. The individual may have favorites ; the 
sovereign, never. The right of an individual to recover for services performed 
is based upon a contract expressed or implied, but the right of a railway corpor- 
ation to recover for services rests not upon the law of contract, but upon the 
license of the sovereign to collect tolls. This is logic, and it is law. 

There is a long line of decisions in the highest courts, by the most eminent 
judges, who hold (quoting the language of one) that **the title of a railway 
company to its rights to demand compensation for this service is not derived to 
it upon common law principles, and is not to be measured by the rules of the 
common law ; and whether it may lawfully demand compensation from a person 
who uses its highway for the carriage of goods, in the only way in which it can 
be used, depends upon the language of its charter, and not upon the rules of 
common law ; and if its charter conferred the right to collect tolls, it could col- 
lect them. Otherwise, it is impossible to see upon what principle it could be 
contended that it was not compellable to permit the public to use it without 
paying tolls. "^ 

The decisions of the courts, as well as reason, make evident the essential 
characteristics of railway rates. They are not a quantum meruit for specific 
services, but tolls. A toll is a tax. Railway rates are taxes, and all ihe rules 
applicable to the levying of taxes are applicable to the levying of railway tolls 
or rates 

And when the acts of the legislatures which read that all railway rates shall 
be just and reasonable are construed by the courts to mean that all taxes levied 
by railway companies shall be just and reasonable under the rules pertaining to 
the levying of taxes, the insuperable diflSculties of ascertaining the value of 
each specific purpose will be avoided, the courts will be let out of the corner and 
will stand on familiar ground. 

The first step toward levying just and reasonable taxes is to approximate the 
aggregate amount required. This is done by estimating the operating expenses 
and adding the fixed charges growing out of contracts to pay interest or other- 
wise. Thus, the Government of the United States each year estimates the gross 
amount required for the current expenses of the War Department, the Navy 
Department, the Post OflSce and other Departments, for pensions, and for 

> United States Supreme Court, Taney, C. J., 9 Howard, 172. 
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miscellaneous expenditures, to the sum of which is added the amount required 
to pay the interest maturing on its bonded debt, and the grand total shows the 
just and reasonable taxes to be levied. 

The several States ascertain in the same manner the amount of just and reason- 
able taxes which it is necessary for them to levy. The public corporations, such 
as counties, cities, towns, etc., which are authorized to levy taxes, pursue the 
same method, and as it has been proven that railway corporations are in the same 
category, it is evident that the first step toward levying just and reasonable 
railway taxes (rates) is to ascertain the aggregate requirements in the same 
manner. 

At this point it seems necessary to digress from the main line of the argument 
on account of the confusion of the public mind upon the amount of interest and 
dividends which railway companies are entitled to collect, growing out of what 
may be styled the ** watered stock" argument, if the illogical propositions put 
forth on this subject are entitled to be regarded as arguments. 

The proposition is, that the aggregate par value of the stock and bonds issued 
by most and perhaps all railway corporations exceeds the amount that such 
roads could have been produced for with actual cash, and this excess is called 
** water," and it is claimed that railway companies should not be permitted to 
collect revenue to pay interest on mere *' water." 

The claim, coupled with the proposition in the foregoing form, has a certain 
air of plausibility. But it should be borne in mind that not a share of stock, a 
bond, or any other evidence of debt can be issued by a railway corporation with- 
out the previous consent and specific authority of the sovereign ; therefore, ac- 
cording to all rules of commercial integrity, the claim is untenable. And cer- 
tainly the sovereign is in no position to repudiate or question the validity of 
securities* which have been issued in accordance with the express authority of 
the laws. Neither is the sovereign in position to plead that laws have granted 
a larger authority than was prudent, because that would be attempting to take 
advantage of his own fault. 

The "water" can be taken with equal propriety against the securities issued 
by almost any, if not all, of the counties, cities, towns, and other public corpora- 
tions as well as against the United States, and, in fact, all the sovereign powers 
of the world, for it may be safely asserted that there is not one but what at some 
time has been compelled to sell securities at less than their par value. 

A conspicuous illustration is found in the financial history of the United States 
during the civil war. The country in 1861 found itself engaged in a gigantic 
war, which required large expenditures for food, clothing, arms, and other sup- 
plies, and at the same time it was without money to pay for them. To raise 
the necessary money it had to do the same as railway corporations have to do— 

13 
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issue securities and place them on the market for sale. By the invention of the 
fiction of the "green-back" the Government apparently sold its bonds at par, 
but in fact sold them at much less than par. I am personally acquainted with a 
beautiful landed estate in England whose present owner bought it out of profits 
which he made from buying United States bonds at about 37^ per cent, of their 
par value and holding them till their value appreciated to par. 

It is impossible to state with exactness, but it is probably safe to estimate that 
the par value of the United States bonds outstanding at the close of the w^ar was 
fully twice, and perhaps three times, as much as it would have cost to conduct 
the war had it been conducted on a cash basis. 

By the same process of reasoning, which some apply to railway securities, 
probably from one-third to one-half of all the United States Government bonds 
which were issued during the war period were *' water," and therefore should 
not be paid, neither should the Government be allow^ed to collect taxes for the 
purpose of paying the interest on " water." 

The phenon^enon of property costing more than it would have cost if it had 
been purchased for cash is not confined to governments or public corporations. 
What man is there who has not purchased property and agreed to pay in the 
future a larger sum than it would have been necessary to pay in spot cash ? . 

It would evidently be subversive of all credit and of commerce if govern- 
ments, corporations, or individuals were permitted to repudiate any part of their 
contract obligations on the grounds, that, if they had paid cash, they could have 
bought cheaper. 

From this point of view the "watered stock" claim falls to the ground. It 
seems that the only tenable position is that all bonds and stocks of railway cor- 
porations which have been issued within the authority of law, without fraud, 
are valid obligations, entitled to paj'ment according to their tenor, if they can be 
thus paid by the collection of the taxes (rates) which such corporations were au- 
thorized to levy and collect under their charters. 

Hence it would seem clear that the aggregate taxes (rates) which railway cor- 
porations are entitled to collect (if they can, within the authority of their char- 
ters) is an amount suflicient to pay their operating expenses, the agreed interest 
on their outstanding obligations, and a reasonable dividend on their stocks. And 
such taxes would be just and reasonable. 

But with a great many railway corporations, especially in sparsely settled dis- 
tricts, there are practical difllculties about collecting the full amount they would 
thus be entitled to, which will be considered later on. 

Having determined the amount of the requirements the next step in levying 
taxes is to determine upon what to base them. The sovereign has a wide range 
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of discretion. Except constitutional limitations there seems to be no limit to the 
sovereign's discretion. 

The Constitution of the United States contains few limitations upon the taxing 
power. Section 8 begins : " The congress shall have power to levy and collect 
taxes, duties, imposts, and excises, pay the debts and provide for the common 
defense and general welfare of the United States ; but all duties, imposts, and 
excises shall be uniform throughout the United States." 

Congress, therefore, may levy taxes on property, duties or imposts on imports, 
and excises on articles of domestic manufacture ; about the only limitation seem- 
ing to be uniformity. The States have likewise an almost limitless field, subject 
also to the rule of uniformity and impartiality. But the field of agents of the 
sovereignty— the public corporations, such as counties, cities, towns, and railway 
corporations — is strictly limited to the authority given in the charters which 
create them. 

The authority of counties, cities, and towns usually extends to levying a per- 
centage tax on the value of the property within their jurisdiction, a poll tax 
upon the inhabitants, and a license tax upon various occupations. The authority 
of railway corporations is limited to tolls in respect to the persons and the ton- 
nage transported. 

The next step in levying taxes is a consideration of the very practical problem, 
as to whether the field of authority is large enough to collect taxes equal to the 
requirements. In the case of the railway corporation the inquiry would be, 
Does the railway have, or can it procure, a sufficient volume of traffic to enable 
it to collect enough revenue to meet its requirements ? This dilemma is not pre- 
sented to railway corporations alone. The highest potentates and the richest 
governments are frequently brought face to face with this practical problem. 
In fact, many of the sovereign governments of the earth are chronically affected 
with such practical difficulties in raising necessary revenues. 

When the condition of all the governments and the public corporations, and 
especially railway corporations, is considered from this point of view, they are 
found to naturally divide into two classes—" the cans" and "the can'ts.'* 

Many of the governments of the world belong in the *' can't " category, and go 
on from year to year borrowing money at extravagant rates of interest, piling 
up indebtedness which will end— the good Lord only knows how. For several 
years during the civil war the United States was in the " can't " class, and piled 
up a bonded debt of huge proportions. 

Many counties, cities, and towns have at times been in the "can't" class, and 
have been compelled to compromise with their creditors. 

Perhaps it is unnecessary to say that many railway corporations have been, 
and now are, in the "can't" class, and it seems probable that some of them 
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always will belong to that class. But that is neither here nor there, except so 
far as it affects the rule of taxation, which will soon be considered. The holders 
of the securities of "can't" corporations took the "can't" risk when they 
bought them, and are entitled to no consideration on that account. Such cor- 
porations are entitled to collect just such taxes (rates) as they can in fact under 
the authority of their charters, and no more ; but they are entitled to collect 
all they can. 

Having determined the aggregate amount of just and reasonable rates, and on 
what they can be levied, the next step is to determine the distribution as be- 
tween the different classes which are subjects of taxation, or, in common 
parlance, the individual rate. 

Before proceeding with the discussion of the method of distributing taxation, 
the gist of the whole contention as to the meaning of just and reasonable taxation 
should be stated as tersely as possible. 

It is the contention that just and reasonable rates are determined by the aggre- 
gate just and reasonable requirements. The aggregate has relation to aggre- 
gate cost of operation, because it is made up by adding to the cost of operating 
the interest and dividend charges. But a single rate has no relation to cost. A 
single rate may be just and reasonable which is less than cost, and a single rate 
which is several times the cost may also be just and reasonable. Thus it is that 
$2 may be a just and reasonable rate for hauling a ton of coal, while $15 is also 
a just and reasonable rate for a like service in respect to a ton of dry goods, 
although the cost of each service is substantially the same. 

The aggregate taxation of the Government of the United States, in order to 
be just and reasonable, must have relation to the cost of carrying on the 
Government ; but the rate of duty on any class of imports has no relation to 
such cost. 

When Congress comes to determine what rate shall be paid upon a gallon of 
whisky, it does not stop to ascertain, or even consider, what proportion of the 
expenses of Government is due to that gallon of whisky ; or when it decides 
what rate of duty shall be paid upon the importation of artificial flowers, it does 
not undertake to find out what part of the cost of carrying on the Government is 
due to the wearing of flowers in ladies' hats. 

The particular rates of duties, imposts, and excises have no relation whatever 
to cost of any kind, either specific or average. 

This is a general principle which runs through the distribution of all kinds of 
taxation. The distribution of taxation is, under some conditions, determined by 
public policy, and under other conditions by the law of possibility. With 
those governments and corporations whose field of taxation is so large that it is 
easily possible to collect suflScient revenue to meet all requirements, reasons of 
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public policy may prevail. On the other hand, with those governments and 
public corporations whose field is so small that it is diflScult or impossible to 
raise sufiScient revenue, the law of impossibility controls. 

Take, for illustration, the National Government, whose general policy is to 
raise the bulk of its revenue from duties on imports— a form of taxation most 
closely resembling the taxes levied by railway corporations. The importations 
into the United States are so large and of such a class that there is no practical 
difficulty in collecting more than is required. 

Hence, for reasons of public policy, some articles, such as are regarded as 
necessities, are admitted without tax ; others that are regarded as luxuries are 
heavily taxed ; and still others which it is thought desirable to have produced in 
this country are protected by so large a tax that it almost prevents importation, 
and therefore does not produce so much revenue as a smaller tax would produce. 
A country rich relatively to its requirements in taxable resources can thus con- 
sider public policy. 

But let conditions change about. Let the volume of imports decrease until it 
becomes difficult to get sufficient revenue. Then the law of possibility would 
control. The distinction between luxuries and necessities, or the policy of pro- 
tection of home industry, could no longer be regarded. The necessities of the 
Government would compel it to scrutinize the possibility of each class of im- 
ports as a revenue producer, and such a rate of duty, neither too low nor too 
high, would have to be applied to each as would bring the largest revenue. 

In this connection it is well to recall the fact that taxes in the nature of duties 
and railway rAtes may be too high, as well as too low, to produce in the long 
run the maximum revenue. Consider a single example. There are now im- 
ported annually into the United States about 3,600,000,000 pounds of sugar, and 
an impost tax of 1 cent per pound will give the Government the enormous 
revenue of $35,000,000 from sugar alone. But let the duty be raised to, say, 5 
cents a pound, and in a few years the Government would receive no revenue 
whatever from the importation of sugar. Not because the American people 
would stop consuming sugar, but because a sufficient quantity would be pro- 
duced in this country cheaper than it could be imported. 

The same principle applies to railway rates. It is as possible to get them too 
high as too low to produce the largest net revenue. If too high, they will stop 
production, and that would stop transportation, and, as has been shown and is 
evident, railway corporations can not collect rates on what they do not transport. 

Hence with that large class of railways in the newer and sparsely settled dis- 
tricts, which ** can't" collect sufficient revenue to meet all their requirements, 
the correct rate on each class and commodity is that nicely adjusted rate, neither 
too high nor too low, which will produce the largest revenue. 



102 ilBJ>OM O^ RAlLftOAl) COlatMlSSlONEll. 

And it is the contention of this argument that, whenever the question of the 
reasonableness of a rate is presented in respect to a railway company which is 
not collecting sufficient revenue to meet all its requirements, it is only necessary 
for the court to inquire and determine whether or not the rate is too high or too 
low to produce in the long run the greatest possible revenue from the class of 
traffic to which the rate applies. This is the only question involved in the 
problem of a reasonable rate under such conditions. 

If the inquiry arises in respect to a railway corporation which is collecting a 
larger aggregate revenue than is just and reasonable, the nice adjustment of the 
rate for the purpose of producing the maximum results may be disregarded, 
and the aggregate revenue may be decreased by either raising or lowering the 
rate as the reasons of public policy may demand. 

LIMITATIONS OP STATE CONTROL. 

At this point in the argument the duty of the sovereign in respect to control 
and the limitations of his power may be discovered. 

If the premises are correct, the railway and municipal corporations are of the 
same class. Their rights of contracting obligations and issuing evidences there- 
of, and of collecting taxes for the purpose of fulfilling their obligations, stand 
upon the same foundation. Therefore the sovereign's duty and right of control 
is the same over railway as over municipal corporations ; no more, no less. 

In regard to contracting obligations, it is the sovereign's right and duty to 
confine such corporations to the authority which has been granted to them. 

In regard to the collection of taxes, it is also his right and duty to see to it that 
their authority is strictly pursued, that their taxes are levied with uniformity 
and impartiality, and that they do not collect more revenue than the law allows. 
And it is equally the sovereign's duty to compel them to collect all the law does 
allow, if the maximum collection is necessarj' to meet their obligations and if the 
field for taxation is large enough to permit it. The latter proposition is a well- 
recognized principle of law in respect to municipal corporations. It such a cor- 
poration has issued bonds and its governing board wantonly refused to levy and 
collect sufficient taxes to meet the interest obligations of such bonds, upon the 
application of any bondholder, the court will issue its writ of mandamus to com- 
pel the levy and collection of a proper tax. 

It is submitted that, when the governing board of a railway company wan- 
tonly refuses or neglects to levy sufficient rates to meet its obligations, upon the 
application of any obligee, it is equally the right and duty of the court to issue 
its writ in like manner to compel the members of such governing board to do 
their duty, and if the condition of the company is such as to require the maxi- 
mum collection, to compel them to adjust the rates, either by raising or 
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lowering them, as the case may require, so as to produce the largest possible 
revenue. 

The last proposition is perhaps novel. It is certain the dourts have never 
taken such action, and, as far as known, such relief has never been sought in the 
courts. But it would seem that the holders of railway securities have a clear 
case of right, supported by reason and by the letter of the law, if its words have 
their reasonable and ordinary significance. For the law of Congress says (and 
the laws of the States have similar provisions) that all railway rates shall be 
"reasonable and just," and "every unjust and unreasonable" rate is prohibited 
and declared unlawful. 

The question is, if a rate which is too high is *' unreasonable and unjust," is 
not a rate which is too low equally "unreasonable and unjust ? " 

It is the highest duty of the sovereign to do justice. Distributive justice be- 
longs to the sovereign, and consists in giving to everyone that right or equity 
which the laws and the principles of equity require. The right of the State to 
control railway rates is limited by the obligations of justice. The general princi- 
ples of the laws and of equity pertaining to the determination of railway rates 
have already been stated. 



MAJORITY REPORT OF THE COMMITTEE ON GOVERNMENT OWN- 
ERSHIP, CONTROL, AND REGULATION OF RAILWAYS. 

The appointment of your committee, required to report to this convention 
upon the subjects embraced in the above heading, grew out of the introduction 
in the last convention of a set of resolutions suggesting the desirability of obtain- 
ing accurate data as to the cost and present value of the existing railroads by 
proper Government authority, both as a guide to commissions and courts in 
fixing rates of transportation and for investors in railroad properties. 

By the title of this committtee its scope has been considerably enlarged, and 
embraces subject-matter enough for a book instead of a committee report of 
such character that this convention can properly consider it during its brief 
session. 

In submitting its report, therefore, on the above-named subjects to a conven- 
tion of this character, your committee has not considered it necessary or profit- 
able to give a detailed account of the origin and causes of the controversies be- 
tween the railroads and the people which have led to the enactment of laws for 
the regulation and control of common carriers, both by Congress and State 
legislatures ; nor to the long line of decisions by our courts defining the rights, 
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powers, and duties of each, respectively. All these matters are familiar to 
those who have given the matter such consideration as a Railroad Commissioner 
necessarily must. 

Neither is it considered necessary to more than allude to the fact that the 
country owes more to its railroads as an agency increasing its wealth and popula- 
tion than to all other agencies combined. Our prairies, forests, and mines 
would be valueless without railroads to carry their products to the markets. It 
is gratifying to note also that the train service of our railroads is superior to 
that of perhaps every other country, and that their rates are as low, or lower, 
than in any other country. 

Nevertheless, the question of Government regulation and control of railroads 
has been the leading public question for years, and competes to-day with tha 
financial question for first place. 

Much of the controversy between the railroads and the people could have been 
obviated if our Government in the beginning of railroad construction had laid 
down the laws and rules that should govern its agents, the railroads, in the 
transportation business. If the Government had asserted its proper authority 
with reference to the location of the railroads, unnecessary duplications would 
have been avoided ; roads would have been constructed as the needs of the com- 
munities demanded it, and not according to the schemes of railroad promoters. 
The Government should hoj^e ascertained the approximate cost of the proposed 
road and seen to it that the money purporting to have gone into the construction 
of the road had actually been so expended. Where one road could do the busi- 
ness anolher should not have been permitted to be constructed. Then the Gov- 
ernment should have expressly retained the power to exercise the right of fixing 
the rates according to the varying conditions of the traffic and with due regard 
to the rights of the people whose money was invested in the railroads ; not that 
capital invested in railroads should be more sacred than in any other enterprise, 
but that it should be subject to the same influences as other investments — pros- 
per in good times and suffer when other industries suffer. 

But we find that instead of enacting laws of the nature indicated above, the 
legislatures of States and Territories have, on the contrary, held out every in- 
ducement to promoters of railroads by granting charters, or passing general laws 
which could take the place of such charters, and thus inviting and securing 
the construction of railroads. This feature of the subject should not be lost 
sight of. 

There was no need of restrictive legislation with regard to railroads in the be- 
ginning of railroad construction, nor for a long period thereafter. As time went 
on, however, the railroad became the most important factor in our business and 
social relations and intercourse ; it was within its power (and this power was 



APPENDIX. 105 

frequently exercised) to make or unmake cities and towns, to build up or tear 
down industries, individuals, and communities. Hence it became necessary to 
enact restrictive laws defining the duties, rights, and powers of the railroads, to 
prohibit discrimination, etc. 

But, as stated in the beginning of this report, it is not the iotention of this 
committee to give a history of the controversy between the railroads and the 
people, but rather to point out what further steps should be taken to solve the 
difficult problem with due regard to the rights of all concerned. 

A fruitful cause of contention and controversy between the railroads and the 
people is the actual cost of the railroads as compared with the reputed cost 
and with the capitalization of the same. As a matter of fact there are, perhaps, 
but very few railroad companies at present that themselves know the actual cost 
of their railroads, for the reason that most of them have changed hands from time 
to time, or they have been paid for in stocks and bonds, etc, 

There is a general impression that most, if not all, of our railroads have been 
bonded and stocked too heavily ; that in many instances improvements and bet- 
terments have been paid for out of surplus earnings and then capitalized for the 
benefit of the stockholders, so that by this method the people have been forced 
to pay dividend charges on the money they paid in too high rates in times past. 

There are instances where nearly 50 per cent, of the reported cost of road and 
equipment is charged to discount on securities sold. 

There are cases where roads running alongside of each other halfway across 
the continent, the one is bonded alone for twice the amount of the stock and 
bonds of the other. 

Is it any wonder, then, that a road carrying such a load of debt must go into 
bankruptcy ? And still the railroads generally lay the blame for their failures 
upon the act to regulate commerce, State railroad laws, and the action of rail- 
road commissioners. 

Prices and values have gone down of late years on the products of the soil, the 
mine, the forest, and the factory, real estate has depreciated, bank and other 
stocks have produced either no returns, or, at best, decreased returns during the 
last few years. Railroad securities have suffered with the rest. And why should 
they not ? 

If, by reason of decreased cost of material and labor, railroads can now be, 
and actually have been, constructed at half the cost of what they were formerly 
through the same sections of the country, does it not stand to reason that the 
more expensive road has suffered a depreciation ? 

If, by the use of electricity or some other now unknown force, the transporta- 
tion service of this country shall be done at half of the present cost, will not all 
our railroads have to scale down their values ? 
14 
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That the owners will suffer great loss is as lamentable as it is inevitable, but 
similar misfortunes overtake almost any other investment. 

The public have had no voice in the matter of issuing railroad securities as 
they have had in the issuing of State, county, city, and other public indebted- 
ness. Such debt constitutes a mortgage upon the community, and must be paid, 
principal and interest. No such obligation rests upon the public with reference 
to payment of railroad indebtedness, in the creation of which the public has had 
no voice. On the other hand, the State may not so reduce the income of rail- 
roads that they will not pay operating expenses and a reasonable income upon 
their actual value, regardless of their reputed value or cost. 

The object and purpose of overcapitalization of railroads is twofold, namely, 
to mislead the investor and to maintain a basis for rates when their reasonable- 
ness is attacked by public authority. We do not want to be understood as main- 
taining that the investor in all cases is misled by purchasing railroad securities 
containing a large admixture of water, for they are frequently bought at such a 
discount that the purchaser must know that their real value and their face value 
are far apart. 

But it is not our intention, in this connection, to more than briefly call atten- 
tion to this feature of the case. It is with the other feature of the effect of over- 
capitalization on rates that we are more concerned. In his decision in the case 
of Dey et al. v. The Chicago and Northwestern Railway, decided in 1888, Judge 
Brewer laid down the rule that a rate made by a railroad commission or the 
legislature which did not pay operating expenses, fixed charges (i. e., interest on 
all bonds outstanding), and some return on capital stock would be set aside by 
the courts. 

In the case of Ames et al. «. The Union Pacific Railway Company, decided in 
1894, by the same judge (the Nebraska rate case), he seems to have modified his 
views somewhat. Judge Brewer used the following language in this decision : 

What is the test by which the reasonableness of rates is determined ? This is 
not yet fully settled. Indeed, it is doubtful whether any single rule can be laid 
down, applicable to all cases. If it be said that the rates must be such as to 
secure to the owners a reasonable per cent, on the money invested, it will be re- 
membered that many things have happened to make the investment far in excess 
of the actual value of the property — injudicious contracts, poor engineering, un- 
usually high cost of material, rascality on the part of those engaged in the con- 
struction and management of the property. These and many other things, as is 
well known, are factors which have largely entered into the investment with 
which many railroad companies stand charged. Now, if the public was seeking 
to take title to the railroad by condemnation, the present value of the property 
and not the cost is that which it would have to pay. In like manner it may be 
argued that, when the legislature assumes the right to reduce rates, the rates so 
reduced can not be adjudged unreasonable if under them there is earned by the 
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railroad company a fair interest on the actual value of the property. It is not 
always easy to determine the value of railroad property, and if there is no other 
testimony in respect thereto than the amount of stock and bonds outstanding, or 
the construction account, it may be fairly assumed that one or the other of these 
represents it, and computation as to the compensatory quality of rates may be 
based upon such amounts. 

It appears from this decision, as we understand it, that a rate which gives a 
railroad a reasonable return upon its actual value is not to be adjudged un- 
reasonably low ; that if the actual value is not ascertained then the court will be 
guided by the amount of stock and bonds outstanding, or by the figures in the 
construction account, in the determination of what is a reasonable rate. 

In his decision in the Steenerson rate case Judge Kerr, of the district court of 
Ramsey County, Minn., uses the following language in regard to what should 
be the basis of fair railroad earnings : 

• One of the most difficult questions of fact in the case is that of present value of 
the Manitoba Company's lines, equipment, etc., in the State of Minnesota. * * 

The question is important, because the law may not deprive the owner of 
property of a fair return of profit upon the value thereof. 

Where property has what is known as a market value, the determination of 
that value is usually a simple problem ; but such is not the case with railroads. 
Their properties are not, as a rule, bought and sold in the market as other prop- 
erty ; they consist largely of interests in the soil and in fixtures appertaining 
thereto which can not be removed. Public policy forbids that the operation of 
a road be discontinued, however great may be its embarrassments. The owners 
of railroads, if operated at a loss, can not divert their means or property so in- 
vested into other channels of trade or business that would be more profitable. 

These and other obvious considerations distinguish the question of the value 
of railroad properties from that of most other kinds of property. 

The only practical method of arriving at the value of a railroad is to determine 
the present cost of its reproduction. This was recognized by all parties in the 
hearing of this case, and voluminous testimony to that end was accordingly in- 
troduced on both sides. 

To anyone familiar with such matters it will appear at what disadvantage the 
State was in furnishing competent testimony as to the cost of reproducing 1,300 
miles of railroad, and the case was decided in favor of the railroad company. 

The necessity of ascertaining the present value of railroads thus appears to 
have received judicial sanction for the purpose of determining rate cases. It is 
our belief that it would also be a welcome guide to investors in railroad prop- 
erties, who would thus have an authoritative statement of values — we can not 
see that it would do anyone an injustice. But it is an undertaking that can only 
be successfully carried out by the Federal Government. 

Rate cases generally involve one, or only a few commodities. Will a knowl- 
edge of the actual cost of railroads assist the commissions or courts in determin- 
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ing the reasonableness of the rate in question? For instance, complaint is 
made that the rate on corn via the Burlington road from Nebraska to Chicago is 
too high. Suppose this road is capitalized at, say, 138,000 per mile, and that 
Government oflScials should find that its present value was only $30,000 per mile. 
The road had paid its operating expenses, fixed charges, and some dividends on 
stock at its capitalization, and then there remained a large surplus. It might 
then appear that the road could stand a decrease in its earnings, but how is a 
commission to know that it should be made in its corn rate ? Why not on the 
live-stock rate, or the class rates? Your committee admits its inability to 
answer its own questions, except to the extent that if such a condition of things 
existed as indicated above, the road could not plead that it was deprived of its 
property if the commission in its wisdom made the reduction of earnings inure 
to the benefit of the corn producers. We believe that a commission can be 
trusted to do what is just and right to the public as well as the railroads, who, 
under our present system, determine what rates shall be raised or lowered, with- 
out asking the public, or any public authority. 

But if we, in connection with a knowledge of the actual cash value of rail- 
roads, also had reliable data for a series of years of the tonnage of each com- 
modity or class, together with the revenue earned upon each, it would materially 
aid in the matter of adjusting rates to meet the various conditions. 

This, however, is a matter that properly belongs to the committee on railway 
statistics to report up(>n. 

In addition to assisting commission and courts in adjusting rate cases, au- 
thentic information as to actual value of the railroads, ascertained by competent 
authority would, in the opinion of the committee, convince the public that all 
the railroads are not growing rich out of earnings from their operations. There 
is no doubt that some roads are earning more than a fair return upon the value 
of the road, but in a great majority of cases the opposite would be found to be 
true at the present time. The public do not distinguish between making money 
out of stock and bond speculations by manipulating the markets (by which all 
the great fortunes have been made out of railroads) and making money out of the 
actual operation of the road. Stock jobbing as a business would not be assisted 
by a public knowledge of the actual value of a railroad. 

There is, of course, a difference between the actual cost of a railroad and its 
actual value. It may not cost more to construct a railroad so favorably located 
that it will earn $10,000 per mile than another which will earn less than half of 
that. A statement of the actual cost of a railroad should, therefore, be accom- 
panied by a statement of its average net earnings per mile for a series of years, 
in order to be a guide to investors. Such statements, coming from an authorized 
public authority, would certainly be very valuable. 
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We do not at present desire to advocate the compulsory reduction of rail- 
road capital of solvent railroads, but insist that their capitalization shall not be 
considered as determining their cost when questions of rates come up. 

With reference to the reorganization of bankrupt roads, we think it is the 
proper time for Congress and the States to step in and enact legislation to pre- 
vent continued overcapitalization, such as is threatened by the published schemes 
already on foot. Congress should take up the matter where roads organized 
under a Federal charter are concerned, and the respective States where a State 
corporation is concerned. It appears that now is the proper time to correct 
former mistakes. 

Furthermore, in the consideration of what is a reasonable rate, there are two 
other factors, viz., What can the shipper afford to pay ? and What can the con- 
sumer afford to pay? These are just as important as, What can the railroad 
afford to do its share of the work for ? At the present time the question, What 
can the shipper afford to pay ? is a very live question with the farmer. 

As a practical result of the foregoing considerations, your committee would 
recommend that this convention invite the attention of Congress to the desira- 
bility of ascertaining the present cost of railroads, particularly in those sections 
of our country where rate questions are still in controversy between the people 
and the railroads. For obvious reasons this information, to be of value, must be 
obtained by Federal and not by State authority. 

RAILROAD RATE WARS. 

A paper upon the subject of Government control and regulation of railroads 
would perhaps be incomplete if nothing were said upon the question of rate wars 
among railroads, this fruitful source of mischief and ruin to the revenues of the 
roads themselves. 

Passenger and freight rate wars are caused by the construction of more rail- 
roads than the needs of the business require or will be able to support for a long 
time to come. Railroad managers of course desire to make a good showing in 
net earnings, and this often leads them to secure business by unlawful methods, 
such as rebates and secret rates ; in other words, they do not charge all their 
patrons according to the published rate. If in the opinion of one road its rival 
obtains more than its proper share of business, it is at once suspected that rates 
have been secretly cut, and the other road makes an open lower rate. A change 
of rate on one road involves a change on nearly all the others; down go the 
rates like a row of bricks. If a commission or a legislature should attempt to make 
anything like a reduction thus made by the roads themselves, the courts would 
at once be appealed to for an injunction, but as among themselves they appear 
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to be helpless. Their traffic associations and gentlemen's agreements apparently 
afford no guaranty for maintaining faith with each other. But we do not like to 
say harsh things about the excellent gentlemen who are so ably managing the 
railroads in this country. We will not here repeat even what they say about 
each other in this regard ; we can read that in the daily papers. 

They appear to have tried all lawful devices to stop this evil, perhaps with the 
exception of obeying the law forbidding discrimination between persons and 
places. There seems to be no doubt, if they all obeyed the law and charged all 
according to published rates, resorting to no underhand means to get business, 
there would be no rate wars. 

But, though a majority of the railroads would gladly avail themselves of this 
remedy, there are always a few in every section of the country that will not, and 
one line can disturb the rates of them all. 

The only remedy for this evil suggested by the railroads is legalized pooling. 
Simply to repeal the prohibition against pooling contained in the act to regulate 
commerce will not suffice ; for then pooling arrangements could not be enforced, 
the courts having declared them to be contrary to public policy. Congress 
must legalize pooling in ordjsr to make it an effectual remedy for rate wars. 

There is a public prejudice against legalizing, or even permitting, pooling, 
growing out of the practice of railroads before the enactment of the law to 
regulate commerce, when competing points had the advantage over the way 
station and less favored locality to the ruin of the latter. There is a well- 
grounded fear that rates would be maintained that would give returns on the 
overcapitalization of many railroads and necessarily an undue return on properly 
capitalized roads. The public see no reason why, if pooling were legalized, 
there would be any competition between the roads in the matter of good service, 
accommodation of the public by way of train service, both passenger and freight : 
what inducement would there be for the roads to improve either passenger or 
freight service either as to time or accommodations ? 

These are some of the objections to pooling that the public consider are good 
grounds for their opposition to it. It is not that rate wars are a benefit to the 
public ; on the contrary, they inure generally to the benefit of the large shipper 
only, disturb values, retard improvements and betterments of the railroads, re- 
duce wages or number of railroad employees, in addition to the losses suffered 
by the owners of the railroad properties. These are evils that should be 
abated. But shall we expose ourselves to another evil for the sake of remedy- 
ing this one ? 

The decision of the Supreme Court of the United States in the Brown case, 
recently decided in favor of the contention of the Interstate Commerce Commis- 
sion, that witnesses should be compelled to testify, will undoubtedly materially 
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aid in the enforcement of the law prohibiting discriminations, and thus operate 
in the direction of abating rate wars. 

An absolutely uniform system of accounts and proper examination of the same, 
with the same general scope and powers as the GoYemment now exercises with 
reference to the national banks, would assist in a great measure to properly en- 
force the law. Upon this subject we beg leave to refer to and commend to the 
attention of this convention and of Congress what the Interstate Commerce Com- 
mission have said in their last annual report, on pages 57 to 64. The necessity 
for and usefulness of a uniform system of railroad accounts are there stated 
more fully and forcibly than it is in the power of this committee to do. 

There are undoubtedly too many railroads in certain sections of the country ; 
what roads are there already must of necessity remain, but public. authority 
should exert itself to regulate the construction of new roads so as to limit them 
to the needs of business and not permit two roads where one is sufficient to do 
the business, as long as the one is willing to do it at reasonable rates. It is self- 
evident that if a railroad is to live at all it must live off of its business, and that 
it is cheaper for the public to support one road than two. 

DUAL SYSTEM OF GOVERNMENT. 

Our dual system of Government is an obstacle to the proper regulation and 
control of railroads. In this proposition, we believe, the railroads will agree 
with us. In the nature of things railroads must disregard State lines in 
their construction and operation ; their aim is to reach certain territory regard- 
less of State boundary lines. It is for the interest of the public as well as of the 
railroads that this should be so. The public receives better and more expeditious 
service in this way than if each road should terminate at the State line. 

In most of the States, however, the legislatures have undertaken to regulate the 

* 

railroads ; the laws of the various States are by no means the same, often not 
even similar ; it is practically impossible to secure similar railroad laws in all 
the States ; their interests in this regard are not identical. In the East the ques- 
tion of rates is not of much importance, as the volume of traffic and the char- 
acter of it have reduced them to a very low level ; in the West and South the 
rate question is paramount. But no two western States have the same railroad 
laws ; hence, a Western railroad traversing several States is subject to several 
different State laws, and in addition we have the act to regulate commerce en- 
acted by Congress and designed to apply to the whole country. 

Then, again, when a question arises involving the revenue of a railroad the 
difficulty is encountered how to adjust it with due regard to justice to all ; 
a State official is naturally iacUned to look at the question only from the stand- 
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point as to how it will affect his own State, the railroad must look at it with 
reference to its whole line, regardless of State lines. Were it possible to obtain 
accurate statistics by States, and were there no disposition on the part of one 
State to reap a benefit at the expense of another less able to protect its own in- 
terests, the present method of adjusting rate controversies by States might be 
considered adequate ; but we believe it is conceded that such statistics can not 
be obtained, so we need not say anything more about the other condition. 

At the time our Federal Constitution was adopted there were no railroads ; we 
could therefore not expect to find incorporated in it any provisions in regard to 
the proper method of procedure with reference to this so important factor of 
commerce and civilization. 

To Congress is reserved the right to regulate commerce between the Sates and 
with foreign countries. We think that with reference to rate questions it would 
have been better if Congress had reserved the right to regulate that matter also 
within the States themselves. But a very small percentage of the tonnage of 
railroads is local to any one State ; still many of the States attempt to regulate 
all railroad traffic within their respective limits, and the same traffic is subject to 
Federal control, so there is an apparent conflict of authority. We do not believe 
the States would lose any substantial rights by ceding the adjustment of rate 
controversies to the Federal authorities. 

SPECIAL COURTS FOR ADJUSTING RATE CASeS. 

With all due respect to the ability, integrity, and industry of our present 
courts, both State and Federal, your committee ventures the suggestion of the 
creation of special courts for the adjustment of railroad rate cases and com- 
plaints. 

Under our present system of adjusting complaints with reference to rates, a 
commission .makes its order upon the company, who, under the law, may appeal 
to the courts ; if the order is made by a State commission, an appeal is taken to 
a State district court, where the case is tried de novo ; from its decision an ap- 
peal is taken to the State supreme court, and from thence to the Supreme Court 
of the United States. All this takes years of time, and before a final determina- 
tion is reached the conditions and circumstances which prompted the order may 
have entirely changed, so that the decision is of no practical value, except so far 
as it may have laid down a principle. Our present courts, especially the higher 
courts, are so overcrowded with work that they can not do any better than they 
are doing. 

By the establishment of Federal circuit courts and a Federal supreme court for 
the adjustment of rate cases, speedy determination could be reached, and we 



APPENDIX. 113 

would soon have such cases decided by men who were experts in that line. 
The additional cost to the country of maintaining such courts would be in- 
finitesimal compared with the advantage of speedy decisions both to the rail- 
roads and the complainants. For this purpose the country should be divided 
into a few districts defined by the commercial conditions and general railroad 
situation. Members of such courts should be appointed as are the members of 
the present Federal courts ; the Interstate Commerce Commission might be 
changed into a supreme court of this character ; the statistical department of 
the Commission should be maintained as at present, or enlarged as experience 
might suggest. 

But perhaps in this matter we are trespassing on the ground to be covered 
by the committee on legislation, so we refrain from further remarks upon this 
branch. 

GOVERNMBNT 0WNBR8HIP OF RAILROADS. 

That the Government has the right to acquire the railroads of this country by 
purchase at a fair valuation no one will dispute. 

It is only a question of expediency and policy. In a republican form of Gov- 
ernment such as ours it is not expedient nor good policy to invade or appropriate 
fields of industry for the simple gain there might be in it. 

Our Government has assumed control over the waterways of the country for 
the benefit of all the people ; large sums of public money are annually expended 
to maintain the usefulness of such waterways, in the interest of commerce, but the 
Government does not build vessels to enter into competition with its citizens in 
the carrying trade. If railroads could be used in the same manner as are the 
waterways there would be no question, perhaps, that the Government would 
have exercised the same control over them as it has over waterways ; but from 
the nature of the railroad business this is not practical. Hence, if the Govern, 
ment should assume the ownership of the railroads, it would necessarily also 
have to own and operate the equipment ; in other words, dp the whole railroad 
business. 

While it may be true that some of our people desire Government ownership 
of railroads for the money they believe there is in it, it is doubtless, other and 
better reasons that influence the majority who are in favor of this scheme. 

One of these better reasons is aptly expressed in the last annual report of one 
of the members of this committee — Mr. Brown of Pennsylvania — as follows : 

* * * Our people have little to complain of from the common carriers, 
except on the question of discrimination. Railway managers must look to the 
interests of their corporations on this subject if they would be 4;rue to the 
interests of those they serve. Government ownership of railways is a most 

15 



114 REPORT OF RAILROAD COMMISSIONER. 

questionable scheme, in a republic at least, and yet if discrimiDations are to con- 
tinue, if favoritism of such a character as to enrich some and ruin others is to 
be practiced, the transition period of railways to Governmont control is not so 
remote as some imagine. 

In the opinion of this committee, the sentiment in favor of Government owner- 
ship of railroads is due not only to the practices of discrimination between per- 
sons and places, but also to the overcapitalization of railroads and the delay 
under our present S3'stem of adjudicating controversies between the railroads 
and its patrons. 

Among the objections to Government ownership of railroads are the cost of 
them to the Government, and the consequent increase of the public debt, and 
also that it would create a vast field of political patronage, and consequent cor- 
ruption. 

As to the first objection, the cost of the railroads, we believe this Government 
is amply able to assume that burden. This Government could borrow money 
cheaper than private individuals or corporations ; but very little money would, 
perhaps, be needed ; the present owners would doubtless be glad to exchange 
their stocks and bonds for those of the United States, whereby they would be 
assured of a fixed income. We fail to see in what respect the public would be 
saddled with any additional burden ; the people of this country are expected 
to and are willing now to pay rates that will give a fair income on the 
cost of the railroads, and that is all they would have to do under Government 
ownership. 

As to the question of political patronage and corruption, we believe that the 
matter could be guarded by proper civil-service rules and safe-guards whereby 
this evil could be obviated ; in fact, it is generally believed that under even the 
present S3'stem the railroads take quite a hand in politics and political patronage. 

We believe under Government ownership labor troubles on the railroads 
would be less frequent, if not cease entirely, to the great advantage of the em- 
ployees, the railroads, and the public. 

Much more could be said on this subject by the committee, but as we do not 
want to be considered as advocating Government ownership of railroads, except 
as a last resort to correct the evils and abuses under which the public and to 
some extent the railroads theniselves are suffering, we refrain from further dis- 
cussion of the subject. 

We desire only briefly to point out the way in which the railroads themselves, 
if they want to, can discourage the idea of eventual Government ownership. 
They should in good faith obey the laws affecting them ; if they are found, after 
a fair trial, to be unreasonable, the people's representatives will amend them, for 
our people as a whole are just and fair. 
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The railroads should not expect to receive income on more than a fair value 
of their investment, such value to be ascertained by an impartial, competent 
tribunal. 

They should have a uniform system of accounts, which accounts should be 
subject to inspection and examination by proper Government officers with simi- 
lar powers and duties as are now exercised by the Comptroller of the Currency 
over national banks. 

It is our opinion that if the public knew the cost and value of the railroads, as 
ascertained by the Government, the earnings and expenses from time to time or 
year to year, and felt implicit confidence in such statements, much of the present 
agitation concerning the railroads would cease, to the great benefit of all con- 
cerned. All of this is feasible and should be accomplished. 

In order to place the substance of the views expressed in the foregoing into 
convenient form for action on the part of the convention, your committee sub- 
mits the following resolution : 

Bescdved, as tJie sense of this convention, (1) That Congress be respectfully re- 
quested to consider the feasibility of ascertaining the present cost and cash value 
of the railroads of the country, particularly in those sections where rate ques- 
tions are still in controversy ; (2) that appropriate laws be enacted to prevent in 
the future overcapitalization of railroads that shall hereafter be built, or in the 
reorganization of roads that are now in the hands of receivers — such legislation 
should be enacted both by Congress and State legislatures ; (3) that appropriate 
laws be passed both by Congress and State legislatures to control the construc- 
tion of new roads ; (4) that Congress be respectfully requested to consider the 
advisability of creating special courts for the adjudication of rate controversies 
arising either under State or Federal laws, and that such courts should have ex- 
clusive jurisdiction in such cases ; (5) that Congress be respectfully requested 
to so amend the act to regulate commerce that a uniform system of railroad ac- 
counts can be enforced. 



Respectfully submitted. 



A. K. Teisberg, Chairman, 

(For the Committee.) 



Approved : 

Isaac B. Brown, 
Olin Merrill, 

Members of Committee, 
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MINORITY REPORT. 

A minority of your committee can not concur fully in the report made by the 
majority of the committee. We can concur in nearly all of the statements of the 
majority with reference to the evils that exist under the present railroad man- 
agement, and also in the argument submitted to show why these evils and de- 
fecis should be remedied ; but we can not concur that the remedies suggested are 
at all adequate to meet and correct the evils that exist and that call loudly for cor- 
rection. In our opinion, all of the evils that exist have not been pointed out by 
the majority, but even those pointed out or admitted to exist by the majority of 
the committee would certainly seem to call for some practical, effective, and 
adequate remedy. In short, it would seem that the majority of the committee 
hesitated, or at least failed, to follow their own facts and arguments to their 
logical conclusion. The majority of the committee can not seriously contend 
that the remedies which they suggested, or rather recommended, are at all ade- 
quate to meet the situation or to solve the momentous issues raised by the 
railroad problem. 

The majority of the committee seem to regret that prompt action was not 
taken by legislation to protect the rights of the people when the building and 
operation of railroads was in its infancy. But surely a failure to act then can 
be no reason why prompt and efficient action should not now be taken to pro 
vide an adequate remedy, when the interest and welfare of every consumer is so 
vitally affected thereby. 

In another place the committee seem to regret that there exists in our Consti- 
tution no positive expression with reference to the transportation question. 
In this connection we desire to call attention to the fact that the founders of this 
Republic and the framers of our Constitution distinguished with clearness and 
precision between the businesses that were proper and legitimate to be conducted 
by private individuals, Arms, or corporations and those that should not so be 
conducted, but should be used as a public function for the public good. The 
framers of our Constitution took the position that any business that affected the 
interests of all the people, in which there could be no successful competition 
among the great bulk of our people with small capital, and that were within 
their natures monopolies, where competition was practically impossible, that 
such businesses, being by nature monopolies, should be used by the agents of 
the people as a public function for the public good. When our Constitution 
was adopted the only such natural monopoly in sight was the business of trans- 
mitting intelligence to and fro between the people. Therefore they laid it down 
as a part of the fundamental law of the land in the Constitution that the carry- 
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ing of mails should be conducted by the Government for the people. The same 
reasoning will apply and does apply to every other natural monopoly now in 
existence. If the telegraph and railroad had then existed there is no doubt that 
the Constitution would have also expressly provided for the operation of these 
instruments as public functions for the public good. 

The railroads are simple highways and commerce and civilization are de- 
pendent upon these tnodern methods of transportation. The corporations organ- 
izing them do so for the profit in the business and not for the benefit of the 
public. We have post-offices and post routes all over the country, regardless of 
the profit in each division, the Government recognizing its obligations to every 
section, yet the Government farms out the transportation upon its most im- 
portant and most universal highways to soulless corporations, who run the busi- 
ness for what there is in it and not for the public good. 

Had it not been for the wisdom and foresight of our forefathers in providing 
a Post-Office Department and a postal system it is certain that the country would 
to-day be afflicted with practically the same defects in our postal system that we 
now have in our transportation system. 

If the mail monopoly were to-day in the hands of private corporations we 
would have postal presidents drawing $50,000 salaries; we would have the 
capital stock of these companies watered to many times the value of the actual 
capital invested ; we would have numerous millionaire postal kings ; we would 
have a postal lobby around every legislature and Congress attempting to in- 
fluence the people's representatives to pass laws to increase the power and lessen 
the responsibility of the monopoly at the expense of the people's interest ; and, 
besides, we would have rates of postage high enough to not only pay to sustain 
this lobby, to sustain these high-priced officials and numerous postal attorneys, 
but to pay handsome dividends on the whole overcapitalization of the company's 
stocks. In addition, the people would have a very poor service. Mail routes 
would not be extended except where the special mail lines would individually 
insure a profit to the stockholders of the monopoly, and then nearly half of our 
people would be either without mail facilities or be forced to travel many miles 
to reach a post-office, where the mail would be delivered at fewer intervals than 
it is now. 

In short, if this natural monopoly of carrying the mails, which is now so suc- 
cessfully and admirably conducted by the Government, extending the greatest 
possible benefit at the lowest possible expense to the people, were in the hands 
of a private monopoly there would probably be assembled in Washington to-day 
another association similar to this, which might be known as the National As- 
sociation of Postal Commissioners. They would be considering the same evils 
with reference to the postal system that we are now considering with reference 
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to the transportation system ; and the chances are that that association of com- 
missioners, after considering the evils, would despair of finding an adequate 
remedy, and, after making a few minor recommendations to Congress, would ad- 
journ and go home, while the private mail monopoly would continue its bad service, 
high rates, and oppression practically unconcerned and undisturbed. No one 
will deny that it would be the duty of such a postal commission to go to the 
root of the trouble and recommend the only adequate remedy, which would be 
that inasmuch as the carrying of mails is a natural monopoly, it should be done 
by the agents of the people for the good of all the people. Therefore let this 
National Association of Railway Commissioners boldly strike at the root of the 
transportation trouble and recommend the only adequate remedy, that is, that 
inasmuch as the transportation system by rail is a natural monopoly, it should 
be used as a public function for the welfare of the people. ' 

The majority of your committee takes pleasure in calling attention to the 
recent Brown decision of the Supreme Court, which holds that the ofl^cers or 
agents of a railroad can be forced to testify before the courts ; but even while 
they call attention to this fact, a bill is reported by the Committee on Interstate 
Commerce to the United States Senate to modify and to practically abolish the 
punishment of such a railroad officer or employee if he should refuse to testify 
or to give desired and necessary information to the court. And thus it will ever 
be as long as this great natural monopoly, which constitutes the arteries of com- 
merce, is in the hands of private individuals, allowed to tax the public and com- 
merce to the extent that the traffic will bear, and then to use their fortunes thus 
acquired to control politics and to influence legislation against the interests of 
the public and to increase their own private fortunes. 

In this connection we wish to call attention to the fact that overcapitalization 
of stock, and the consequent high rates necessary to pay a dividend on such 
overcapitalization, which often amounts to a double dividend, can not be suc- 
cessfully operated by any corporation except such as are invested with the 
management and control of a national monopoly. Private individuals managing 
a natural monopoly are vested with the power to levy and collect a tax upon the 
people in the shape of tolls and fares as arbitrarily as the Government itself. 
Anything that is a natural mx)nopoly is a public necessity — a public necessity 
that admits of no practical competition. It is only a few years since the man- 
agers of the lailrcads denied the right of the Government to control the rail- 
roads. They have long since been driven from this position by acts of Congress 
and State legislatures, and the decisions of State and Federal courts. 

In conclusion we want to say that whatever objections may have been ad- 
vanced or may actually exist against taking charge of the transportation by rail 
as a Government function, the majority of this committee in its own report 



APPENDIX. 119 

admits, in substaDce, and every fair-minded man must admit, that these objec- 
tions are vastly outweiglied and overbalanced by the objections to the present 
system and by the advantages that would accrue to the public by applying the 
adequate and logical remedies. Government itself is an evil, but it is a neces- 
sary evil. To use the transportation system of the country as a public function 
has attached to it certain evils, but they are necessary evils, and are small com- 
pared to the evils of the present system and to the advantages that would come 
to commerce by this change. 

The tendency in railroad management is to connect and consolidate a number 
of small routes into one long or great railroad, then to connect and consolidate 
these roads into a system, then to consolidate several systems into one greater 
system, until to day we have practically the whole network of transportation 
lines in this country consolidated into a few great systems. Everyone will 
admit that such consolidation and central management is in many ways bene- 
ficial, and if properly and equitably managed would bring transportation 
facilities of the country to the highest possible efficiency. But, connected with 
these advantages resulting from consolidation and central management, there 
arises a great and awful danger, namely : The tremendous power over the com- 
merce, and, therefore, the prosperity of the country, placed in a few irresponsi- 
ble hands, controlled and directed only by their selfish desires and interest. 

Everyone must admit that the ideal transportation system would be for the 
whole network of railroads and systems of railroads of any one country to be 
consolidated and united under one head and management, thereby not only pre- 
venting the cost of competing and duplicated lines, thereby preventing rate 
wars, but also securing the greatest economj'' and maintaining the greatest pos- 
sible harmony in operation, including speed of transportation, sure connections, 
uniform rates, classification, and thousands of other advantages, which, under 
separate managements, are evidenced by friction, delays, and irritation. But so 
important would be the proper management of such a tremendous network of 
railroads to the welfare and prosperity of the people that any patriot must 
tremble at the thought of such power being in the hands of one man or any one 
set of men. Therefore, these advantages can only be secured with the great 
dangers eliminated by using these transportation lines as a public function under 
one central head, which shall be the department of transportation of the United 
States Government. 

Therefore I beg leave to submit as a substitute for the resolution offered by 
the majority for action on the part of this convention the following : 

Resolved, (1) That Congress be respectfully requested to consider the feasibility 
of ascertaining the cost and present cash value of the railroads of the country. 

(2) That Congress be respectfully requested to consider the feasibility of solv- 
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ing the many problems now confronting the National Association of Railroad 
Commissioners, as presented in part by the majority and minority reports of 
your committee, by acquiring all of the railroads of the country, or at least 
several of the more important trunk lines at their present value, either by pur- 
chase or condemnation, and that appropriate laws be passed to carry into effect 
such public ownership and operation. 

(3) That we earnestly urge Congress to foreclose its claims on the Pacific rail- 
roads, and to enter into and take possession of these roads and operate the same 
as public enterprises in the name of the people, not only as a matter of justice 
and equity, but also as a practical test and object lesson in public ownership and 
operation as a solution of the transportation problem. 

S. Otho Wilson. 



GOVERNMENT CONTROL AND GOVERNMENT REGULATION OF 

RAILROADS. 



BY GENERAL LEATTA, OF PENNSYLVANIA. 



The American railway system is to-day as essential to governmental adminis- 
tration as is that administration necessary to the railway in its existent form of 
conduct ; and, proceeding a step further in this mode of expression, it may be 
safely declared that the administrative requirements of our Government, in their 
great reach from ocean to ocean and lakes to Gulf, are, strictly speaking, wholly 
dependent upon the railway facilities now offered through the medium of home 
and foreign capital invested by private individuals in the greatest of progressive 
and useful American industries and undertakings. 

A railway corporation is unavoidably of semipublic character, which is never 
denied, its dealings being had altogether with the public as such. And yet each 
individual engaged' in a business calling must inevitably drift into a quasi public 
status. We are all public creatures, all objects of public conditions, all bow to 
public will and decree. Government, as we see and understand it in this 
country, is of, for, and by the people. It is proper for the Government to intervene 
to prevent the development of institutions, of whatever nature, whose continu- 
ance on certain lines promise to prove menacing to governmental interests. The 
national conditions of the United States in every particular differ essentially 
from those of other countries, whether those countries are under monarchical, 
republican, or other governmental direction. We can not reasonably copy from 
the practices of the effete East, whose zone of population is crowded to over- 
flowing, and from which this nation is daily drawing a steady tide of immigra- 
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tion. Besides, as will later be shown by quotation, the railways of continental 
Europe are fast recognizing the fallacy of State control, and in many States the 
governmental power is being diverted to the hands of private administration. 

Corporations are lawful, when lawfully incorporated and conducted, just as 
much so as private or individual business ventures. Furthermore, corporations 
labor under great restrictions of a legal nature that do not expressly, even if 
they do by implication, affect the individual. A corporation is an artificial per- 
son, but, as we all know, individual capital is as necessary in the creation and 
support of such corporation as it is in the establishment and maintenance of the 
most trifling private business venture. So long as the corporation is conducted 
within the requirements of law, it is in the same position toward that law as is 
the individual business operator. This corporation represents individual capital ; 
such capital not infrequently is equivalent to a permanent business venture by 
individual investors. Abstractly speaking, it would be just as fair and equitable 
for the Government to arbitrarily demand and take the moneys which an in- 
dividual has on deposit in a local banking house as to unreservedly assert and 
assume absolute governmental control of the railways of the country, in which 
are invested nearly 111,000,000,000, and which provide employment for nearly 
800,000 men. 

This tremendous amount of invested capital comprehends millions of dollars of 
foreign money, the owners of which recognized the wisdom of placing their 
money in American railway securities — in railway securities whose good market 
value has been rendered possible by first-class railway management by private 
managerial influences. This question of governmental control of our railroads is 
one that, like Banquo's ghost, is forever appearing and crying for attention. 
The question has been before the United States Senate committee, where it was 
decided adversely to governmental control. It has been before national and 
state commercial and industrial organizations, where the decisions were invari- 
ably against governmental control. And the leading railroad writers of the 
decade do, with few exceptions, unqualifiedly antagonize the idea of our rail- 
ways becoming creatures of direct governmental administration. 

Charles Francis Adams observes, in the Railroad Problem : 

The English, the Belgian, the French, and the (Germans are the four great rail- 
road systems. With many points in common, each has peculiar features deserv- 
ing of careful study. In their political relations they are divided into two 
groups by a* broad line of demarcation. On the one side of that line are the 
systems of the English-speaking race, based upon private enterprise and left for 
their regulation to the principles of laissez faire, the laws of competition, and of 
supply and demand. On the other side of the line are the systems of continental 
Europe, in the creation of which the State assumed the initiative, and over which 
it exercises constant and watchful supervision. * *  Because in the 

18 
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couQtries of continental Europe the State can and does hold close relations, 
amounting even to ownership, with the railroads, it does not follow that* the 
851 me course could be successfully pursued in England or in America. The 
former nations are by political habit administrative, the latter are parliamentary; 
iu other words, France and Germany are essentially executive in their govern- 
mental system, while England and America are legislative. Now the executive 
iiiay design, construct, or operate a railway, the legislative never can. 

Hudson, in the Railway and the Republic, states : 

There seems to be a general and well-founded belief that, while the manage- 
ment of the railways by the Government might remove many of the evils of 
corporate control, it would certainly, in our political system, cause others as 
great or greater. There are still some very respectable advocates of this system 
who allege that it has proved a success in Europe. But the example of 
European railways can not be cited as conclusive for this country. The military 
considerations which govern the leading governmental railways in Europe are of 
no weight in this country, while the commercial purposes, which are primary 
here, are there secondary to the rapid concentration of troops at strategic points ; 
nor does a comparison of their financial results with those of the American rail- 
ways commend the plan. 

Hadley, in the Forum (vol. 5, p. 429, 1888), says : 

We know how public business is habitually mismanaged, and there is no in- 
stance, even among the foreign countries with the best civil service, of State 
railroad systems conducted on the American standard of efficiency. But a 
large section of the public, more or less misled as to the evidence, believes in 
State railroad ownership and desires to see it introduced into the United States. 

Acworth, in the Railways and the Traders, says : 

A careful study of the evidence has convinced me that in the long run State 
control ends in keeping down the best to the level of the worst, and that, taking 
them for all and all, the private railway companies of England and the United 
States have served the public better than the government railways of the Conti- 
nent or of our Australian colonies, and, which is still more to the point are 
likely to serve it better in the future. 

Pindlay, in The Working and Management of an English Railway, observes : 

The State purchase of railways would involve an objectionable amount 
of interference with the industries of the nation and with the character of the 
people. 

Kirkman, in Railway Rates and Government Control, remarks : 

The question of Government ownership and management of railroads has not 
been much discussed in the United States. There seems to be a tacit under- 
standing among practical men that it would not be desirable. The Government 
itself has studiously discouraged such reference. 

The same w^riter also states in the same treatise : 
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The author of our interstate-commerce act (Hon. Shelby M. Cullom) found 
Government ownership and management of railroads in Germany anything but 
agreeable. He discovered that it greatly increased the number of employees 
and surrounded the service with tedious and harassing regulations. 

Citation after citation going to prove the preponderance of experienced and 
skilled opinion to be directly against governmental control could be offered. 
The question is, however, very fully handled in the Eighth Annual Report of 
the Interstate Commerce Commission, December 1, 1894. The deductions and 
conclusions presented in the foregoing array of opinions, by recognizedly 
prominent and reliable authorities on railway subjects, speak for themselves. 

The United States is a growing nation, the legitimate expansion of railway 
interests is enwrapped in the oncoming years of national life, and is enshrouded 
in the unknown possibilities of national future. 

There could readily be produced for your consideration here many striking 
examples for great managerial success in the conduct of our railway systems. 
It would be no difficult matter to conclusively demonstrate how incalculable a 
factor a well-managed railway has been in national and State advancement in 
every direction. This has all been the work of the American railway manager 
in his private capacity. 

To err is human. We can not reasonably look for perfection in railway 
management any more than we can hope to find perfection among mankind. 
Imperfection is inseparable from life and all that goes to make up the sum total 
and incidentals of life. Because mismanagement becomes evident among minor 
institutions is no reason for jumping to the conclusion that it takes place with 
all other like institutions. Since the year 1869, when the legitimate construc- 
tive period of railway life ceased, there has been a wholesale and most disastrous 
innovation of so-called competitive lines. Competition entered wherever a door 
opened wide enough to permit of the insertion of its nose. It entered because the 
line with which it purposed competing for traffic had been managed successfully 
up to a certain time. The small competitive venture grew to great proportions 
and spread from one end of the country to the other. There was thus created a 
necessity for protective steps by the truly great lines of the country. The more 
intense became the competition the more fiercely WAged the struggle for 
supremacy, and as a matter of course railway failures multiplied rapidly, dfe- 
moralized railway finances stared the people in the face, and veritable national 
panic ensued. 

Glancing back over the past decade we see startlingly mirrored the imprints of 
a stupendous railway wreckage precipitated by unwholesome competition ; we 
perceive reflected within every year of that decade a history of railway bank- 
ruptcies and receiverships, all wrought by competitive fanaticism, by impolitic 
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speculative wildness of the most rampant stripe, engendered by unhealthy de- 
sire to reap financial profits through all manner of practices. Railways in the 
main have been systematically well managed, and it is the unmistakable and un- 
deniable object to so conduct them at all times and under all conditions. But 
the public seem to lose sight of the great factor in all business undertakings, 
which is the absolute occasion for a strict observance of the primary law of 
self-preservation. The leading railways of the country, as railway annals show, 
always met the requirements of the public, were equal to the equitable expecta- 
tions of shareholders and others, and sustained all the needs of their corporate 
management when they were afforded a reasonable latitude for the fostering of a 
legitimate traffic. 

Unwarranted paralleling of railway lines, the unjust cutting into tributary 
traffic territory by these so-called competitive lines, forced even the soiindest 
railway managerial tendencies to recede from recognized fair dealing and resort 
to almost violent methods to bring some sort of order out of increasing chaos. 
Governmental administration, by reason of its very generality of dealing with 
all governmental undertakings, could never have displayed the uniform pro- 
ficiency in management in this connection that has been constantly evidenced by 
the railway managers of our representative lines. As already premised, the 
smaller lines, whose original construction was in diametrical opposition to sound 
judgment and wise financial policy, have one after another been driven to the 
wall, and their career is now marked with the well-known word — ruin. It has 
been an instance of the survival of the fittest. To-day we have a railway 
system in America that is admittedly superior in all respects to any other in the 
world. This one fact goes further than all other arguments that might be ad- 
duced to substantially prove the wisdom of confining American railways, in the 
future as in the past, to private management. 

The evolution of our railway life is proving its own remedy ; is effecting its 
own cure. Consolidation and merger, and other kindred processes that aim to 
secure proper amalgamation of railway interests, is fast placing our railways 
upon a plane from which they may, with some measure of satisfaction, look 
forward to another era of prosperity. And just how valuable is such an out- 
1 ook to national prosperity is not necessary to announce at this time, as this is a 
matter of public knowledge — a part of our national history that is daily being 
disseminated by various public and semipublic bureaus especially conducted for 
that purpose ; and in no other way is this information more studiously and sys- 
tematically declared than through the press of our country. 

Government regulation of railroads is another phase of this subject. 

The term "regulation" as here employed we take to mean Government 
supervision. 
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This supervision, equitably and fairly exercised, would be, as I apprehend 
will not be denied by any railway official, welcomed in railway circles. 

We have such national supervision now in the form of our Inter<jtate Commerce 
Commission ; and, moreover, the railroads are further supervised by State rail- 
way commissions and organizations whose object seems to be to agitate and work 
for legislation hostile to railway interests. 

This question has been ably handled by men in all walks of life, whose knowl- 
edge of the same is greater than mine. 

Fricitional differences exist, it must be allowed, between the railways and 
these constituted national and State supervisory elements. So long as the in- 
judicious and ruinous practice of unwarranted paralleling of lines for alleged 
competitive purposes is permitted, just so long will there exist radical depart- 
ures from desired and desirable railway management. There is not a prominent 
railway in operation to-day that is not ambitious to meet all the requirements of 
the interstate commerce act, and it is fair to state that the manifest drift of rail- 
way management is constantly in the direction of uniformity of management. 
These results, so desirable alike to public and corporation, must, in the very 
nature of things, consume time for their proper consummation. Further than 
this we can not reasonably go in promise, but all railroad men, we believe, 
would eagerlj' embrace and welcome their early arrival. 
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Annual Returns of Steam Railroads : 

PAOB. 

Boston & Providence 18 

Fall River, Warren & Providence 23 

Moshassuck Valley 50 

Narragansett Pier - 38 

New England 24 

Newport & Wickford R. R. & Steamboat Co 42 

New York «& New England 23 

New York, Providence & Boston 3 

New York, New Haven & Hartford ; ... 4 

Old Colony 15 

Pawtuxet Valley 13 

Providence & Springfield 32 

Providence, Warren and Bristol 20 

Providence and Worcester 10 

Rhode Island & Massachusetts 29 

Wood River Branch 46 

Woonsocket «& Pascoag 35 

Annual Returns of Street Railroads : 

Interstate Consolidated 72 

Newport 66 

Pawcatuck Valley 75 

Pawtucket 60 

Pawtuxet Valley 78 

Providence Cable Tramway 69 

Union 57 

Woonsocket 63 

Public Laws Concerning Steam and Street Railroads 85 
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Convention of Railroad Commissioners, Papers Presented at 91 

TABLES. 
Steam Railroads : 

1. Showing capital, funded and floating debt, receipts, expenditures 

and net earnings 54 

2. Showing date of organization, miles of track, number of locomo- 

tives, freight and passenger cars, and receipts 55 

3. Showing number of passengers and tons of merchandise carried 

in 1895 and 1896, with increase or decrease from 1895 56 

Street Railroads : 

4. Showing capital, funded and floating debt, receipts, expenditures 

and net earnings 81 

5. Showing receipts, expenses and net earnings, in comparison with 

preceding year 82 

6. Showing date of organization, miles track, number of horses and 

cars, and passengers carried, in comparison with preceding year. 83 
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